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ta” The Mechanical Engineering department of 
this paper will be under the charge of Mr. Zeran 
CoLzurn. 
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Grants of Lands to Railroads by the Gene- 
ral Government, 

It is well known that there are a very great 
number of petitions before Congress, for grants of 
lands to aid the construction of railroads. As the 
passage of these bills must necessarily introduce 
a new and powerful element into the railway 
economy of the country, it is certainly proper to 
enquire, what will be their probable influence upon 
the railway interests, upon the financial condition, 
upon the political movements, and we may say, 
upon the morals, of the country, 

In the first place, it may be asked, whether the 
public convenience calls for the construction of 
any railroads that would not be built without aid 
from Government? We think it does not. The 
very fact that such aid is necessary to any road, 
proves such project to be premature. Railroads 
are purely commercial enterprizes, and should be 
subjected to precisely the same laws that govern 
all similar enterprizes. They are certain to be 
built wherever wanted, or wherever there is a bu- 


siness adequate to their support. They should be 
built under no other circumstances, no more than 
should a ship, a cotton factory, or an iron mill, 
for which there will be ne employment. 
are subject to the same “ law of demand and sup- 
ply,” as are all other industrial interests. The 
prospect of a remunerating business is the test 
which should always determine their construction. 
That such a case cannot be made out, should al- 
ways be taken as sufficient evidence against the 
project. Wherever railroads do not pay upon their 
construction, the fact shows that the business is 
over done. 

There is still further necessity of subjecting 


govern all commercial transactions, for the reason, 
that, from the social advantages they confer, and 


1) from their influence in increasing the value of all 


kinds of property, the ‘public is in much greater 
danger in running to excess in their construction, 
than in the prosecution of any other industrial 
pursuit. The results they have achieved 
have been most marvellous ; and it is natural that 
those of the most successful roads should always 
be predicated of every project brought forward, 
no matter what may be its real merits. As the 
experience of the operation of the road can only 
disprove the claims put forth in its favor, it often 
happens that their soundness comes to be fully 
admitted by the public, and becomes the basis 
of its action, when in fact, they may be entirely 
unfounded. 

Take, for instance, the Vermont Central Rail- 
road. When this project was first brought for- 
ward, the resulis achieved by the most successful 
road in New England were claimed for it. 
claims were received with full credit by the most 
sagacious and successful merchants of Boston. 
So confident were they of the success of this 
road, that its stock was taken in large quantities 
by them, and “ salted down,” as the phrase is, as 
something to lean upon when everything else 
should fail. All now see how groundless and ab- 
surd were such high wrought expectations, and 
what a stupendous catastrophe the road has 


the country, aboat which just as flattering hopes 





are raised, with as little reason, to be followed by 


Railroads 


railroad enterprizes to the ordinary principles that 


These! 


proved itself to be. There are still a plenty. of 
“ Vermont Centrals,” in embryo, in all parts of 


like results, if allowed to be built. People can be 
made to see only the bright side of the picture, 
till the other forces itself upon their vision. 
Hence the danger of overdoing in the construction 
of railroads. It is almost inevitable that they 
should be carried to excess. They have been in 
Old England, in New England, and are beginning 
to be in in other portions of the country, which 
can be taught wisdom, only by tasting the fruits 
of their own folly. 

Our people need no incitements in the shape of 
adventitious aid, to the construction of railroads. 
If government interfere, it should be to restrain, 
instead of exciting the public sentiment in their 
favor. No stimulants are wanted, nor means, 
that a particular community interested in a work 
that is really needed, cannot supply. Take the 
State of Indiana for example, now the third State 
in the Union in the extent of her railroads. One 
would naturally suppose that ‘Ais State had no ac- 
cumulated capital to put into railroads, and in 
fact she has none; yet she contrives to build 
all the railroads she needs, and threatens to, 
and probably will, build some that she does not. 
Railroads seem to spring up and come to maturi- 
ty in this State as easily and as naturally, as do 
corn and wheat. Yet there are extensive portions 
of this State that have not a half a dozen of 
inhabitants to the square mile. But these secluded 
districts, are not without their lines of road, 

We cite the caso of Indiana for the purpose of 
showing that the progress of railroads, unaided 
even by city, er county, much less by the 
State, or general government, fully keep pace 
| with the ability of the people to supply them with 
a remunerating traffic. The States of Illinois and 
Wisconsin, more recently settled, are cases equal- 
ly in point. In a year or two more, Jilinois will 
be the third State in the extent of her railroads, 
and will have all the roads required forthe ac- 
commodation of her people. All her roads with one 
exception have been constructed without any ad- 
ventitious aid. In Wisconsin, the Milwaakee Rail- 
road is traversing what 8 years since was a wild- 
erness. In every portion of this State, railroads 
are making most active progress, and which in a 
few years will supply all the needed accommoda- 
tions to its inbabitants; reads built entirely by 
the people of the State, without any other aid 
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aki tcl ocamecoded by tec tiiney otc all 


on their own means. The same may be affirmed 
Iowa, and in fact of every new State ; so that were 


—— which of all the industrial, . 


srests. of the West, were — king the}) 


and perhaps we may say @ dispropo 
ate, progress, we should unhesitatingly say, 
Rat.Roabds. 

Having shown, 
in the new States’p 
interests, and as as fast, if not faster, than the 
ability of the people to supply them with a remu- 
nerating traffic, the question then became a per- 
tinent one, why should government interpose to 
accelerate this tendency, which, left to itself, will 
acquire, probably, too great a momentum. She 
most manifestly should not. She cannot do so, 
without precipitating and rendering inevitable, a 
crisis, which, with all the checks, that reason and 
argument can offer, threatens. 

This tendency to excess, is the fact above all 
others, which the history of railroads throughout 
the world, has demonstrated. In no part of the 
world are the causes that have produced this ten- 
dency so strongly felt as in the United States; 
and in no part of the United States, as in the 
newly settled portions of it. For government to 
come in under such circumstances and assist this 
tendency by grants of land can only be followed 
by the most disastrous results. 

Railroads in the newly settled States are not 
only constructed as fast as needed, but it is by 
far better that they should be built wi/Aout, than 
with, foreign aid. Money obtained without an 
equivalent, always goes without accomplishing 
any useful results. We have a good illustration 
of this fact in the result that followed the first 
attempt of Illinois to construct a system of in- 
ternal improvements. Will any one tell us where 
has gone the 17,000,000 for which the State debt 
was created ? The money was had fur the asking, 
and was spent as if its value were measured by 
the labor of getting. The history of Illinois is 
not a solitary one of the kind. The cause of the 
failure of the early attempts to construct rail- 
roads and canals in the new States, is to be found 
in the fact, that the manner of getting money con- 
trolled the spending of it. All the money expended 
upon sugh works was borrowed. The use of this 
money was coupled with no propcr appreciation of 
its value. It was expended upon schemes in which 
no sensible man would risk a dollar of his own 
money, under the management of parties that would 
not be entrusted by individuals, or private compa- 
nies, with the least responsibility, nor the custody 
of a penny. The millions which many of the 
“Western States borrowed have produced no other 
results than immense and burdensome debts. 
The sums might have been quadrupled with pre- 
cisely the same result. But what was the result 
when the States themselves, ignoring all connection 
with these works, left their execution entirely to 
the unaided exertions of individuals. Order then 
took the place of chaos; responsibility of profli- 
gacy ; common sense of visionary plans of politi- 
cians. Routes, the advantages of which were 
entirely assumed, gave place to such as commerce 
had pointed out to be the proper ones. ‘Ihe par- 
ties engaged in building railroads under the new 
regime, put their own money into them, knowing 
hat it would be lost if not well laid out, and 


all must admit, that railroads 









ess much faster than other’ 


looked after. The most complete success has 


|been achieved, experience has shown that indivi- 


duals can easily accomplish what es collective 
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} with 
economy. They are worth 





ie value in the|c 
market. Their cost has not been felt to be a bur- 
den, nor has it crippled the means of those en- 
gaged in their constrnetion. Why not leave them 
then, to progress as they liave done in a natural, 


the community, instead of throwing in a new ele- 
ment which cannot fail to disturb, and if not to 


such beneficient results. 

Land grants to railroads may be divided into 
two classes, Grants to reads that would be built 
without such aid, and grants to lines that would 
not. Of the former class, we take the Mobile 
and Ohio Railroad as an example; of the latter, 
the Illinois Central. Grants to companies of the 
first class, are nothing more nor less than an unjust 
partiality. There is no mere reason why the 
Mobile and Ohio should be singled out as the spe- 
cial favorite of Congress than any other of the 
numerous roads of the States which this traverses. 
If made to lines that would not otherwise be 
built, it is simply a waste of means, and is over- 
doing a business already carried to excess. It 
wonld be like agrant of lands toacotton mill, which 
private enterprize would not construct, and could 
not sustain. The investment would not only prove 
a total loss, but the tendency of its construction 
would be to injure legitimate interests. In 
every point of view would such interference be 
prejudicial to the public trade by competing for 
its business. 

Precisely of the character described, is the 
Government grant of lands to the Illinois Central 
Railroad. Here is a vast work in which private 
enterprize would never have invested a penny, 
undertaken and carried out upon the strength 
of grants of land, which when completed will be 
without use or function. To get the lands, 
the business of the road had to be sacri- 
fized. The obvious, natural, and ascertained 
routes of commerce and travel were forsaken. 
The road by universal consent, is a _super- 
fluous addition to the railroad system of the 
country. Yet for this work, some $0,000,000 
has been drawn from the capital of the country, 
seeking investment in railroads, to be unproduc- 
tively invested, which would have constructed an 
equal extent of road really called for, or would 
have enabled meritorious projects struggling for 
existence, to have supplied their necessities, at 
reasonable rates. The construction of this road 
is equivalent to locking up an amount of money 
nearly equal to its cost. And who is to profit by 
the transaction? Not the public, but a few capita- 
lists whose wealth enabled them to monopolize the 
grant, and who figure out for themselves some 
$25,000,000 of profits. 

It is inevitable that all grants made to illegiti- 
mate projects should take such direction. The 


stockholders, who were stockholders before the 





would probably have built their road as soon 


without, as with, the grant in their fayor, On the 
other hand, there never would have been any stock- 
holders ip the Illinois _— but Bia. a grant; 
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considerable numt ber of he bills before Congr 

are nothing but speculations, The Illinois Central 


Company could not figure out a net profit of 
$25,000,000 without lighting a torch that has set 
the whole country in flames. Why should not 


safe, economical manner, reflecting the wants of| other parties, equally deserving, perhaps, have a 


chance to make another Illinois Central. There 
are now a number of petitions urged upon Con- 


overthrow a policy which has been productive of| gress that have no other object than to make 


money by a similar operation, There are nume- 
rous others against which this charge cannot and 
should not be made; petitions offered by parties 
who have no selfish or personal ends to accom- 
plish; and who apparently make out a good case 
for aid, as far as such case can be made out in 
favor of a project that private enterprize would 
notembark in. Were it possible to restrict the 
proposed grants to such projects, the force of the 
objections against them would be very much re- 
duced, we admit. But it is not possible. Where 
there is a prospect that $10, or 20,000,000 of pro- 
fits can be made out of such grants, there will not 
be wanting a plenty of parties who will resort to 
every kind of corruption to carry them through. 
Ought Congress to hold out an encouragement to 
fraud and venality, when the very effect of such 
grants, as we have already shown, cannot fail to 
be injurious not only to the interests of railroads, 
but to the general welfare of the country. 

We believe we have made out a sufficient case 
against the grants of lands to aid in the construc- 
tion of railroads from the general inexpediency of 
the thing. It would not be difficult to urge others 
of a more particular character, but of equal, if 
not greater force. By a system of grants of lands, 
the burden of building railroads is imposed upon 
those least able to bear it; the poor and needy 
settler and pioneer. For the ostensible purpose of 
making government whole, all the bills making 
such grants, provide for a largely increased price 
for the lands retained by it in vicinity of the road. 
The land conveyed to the railroads is immediately 
advanced from the ordinary price of $1.25 to $10, 
$20, $30 per acre. And who pays this great ad- 
vance ? The western farmer or emigrant, who can 
ill afford to pay even the Government price of $1, 
25 per acre. Out of such persons is to be even- 
tually wrung the cost of the road. What they 
pay is the measure of the profit of the lucky re- 
cipient of Government bounty. The Illinois 
Central Company claim that their road will be 
good property. If so, its stockholders will make 
some $25,000,000, besides having a profitable 
road. Would it not be better for the public that 
this bonus should be shared by 25,000 people, 
than by 25? Should it turn out that the road was 
wanted, capital would have built it, and would 
have remained contented with the legitimate pro- 
fits of the enterprize. If not wanted it should 
not be built. The effect of government aid, there- 


grant made to the Mobile and Ohio Railroad in-| fore, must be to encourage illegitimate projects 
ures to the benefit of a very numerous body of| to the injury of good ones, or to impose an 
enormous tax upen the laboring man in favor of 
grant was made, and who would have been stock-| capital. It entirely conflicts with the spirit of the 
holders provided it never had been made. They} Homestead Bill which has just passed the House 





of Representatives, and which makes the public 























in @ graiuity to the actual settler, ins 
compelling him to pay for it, at the rate 
and $20 per acre. 

Another objection to grants to the extent of 
millions of acres to private companies, is the fact 
that they tend to withhold from sale, and con- 
sequent improvement, for an indefinite period of 
time, vast bodies of lands, and in this way create 
an injurious and oppressive monopoly, and check 
the progress of the country. The value of our 
public domain is not to be measured by the price 
at which it is sold, but by what it can be made to 
yield, Twenty years ago, the soil of the State of 
Wisconsin had no more commercial value, than 
so much desert. It now sustains a population of 
over 450,000, whose wants give activity to the 
manufacturing interests of the country, and whose 
products form.no inconsiderable portion of the 
basis of our foreign and domestic commerce. 
If the value of the soil be estimated at $10,000,- 
000, the incidental profit arising from its improve- 
ment, to the whole country is certainly tenfold 
greater. The settlement of the public lands there- 
fore should be encouraged in every possible 
manner. To throw millions of acres into the 
hands of a few individuals, who have no other 
interest in the soil, but to get the largest price for 
it, is a direct” blow inflicted upon the vital inter- 
ests of the country. As an economic mei.sure it 
should not be tolerated for an instant. As a poli- 
tical one it is equally to be reprobated. The safety 
of our institutions consists in the subdivision, in- 
stead of the concentration, of power. As far as 
government interferes in the internal economy of 
the country, its influence should always be ex- 
erted in harmony with the true interests of the 
people. 

Such are the views, to which, from a careful 
consideration of the whole matter, we have come 
upon the subject of grants of lands to aid in the 
construction of railroads. We are aware that they 
cannot be acceptable to numerous parties relying 
upon such aid in carrying out what they believe 
will prove useful and valuable works. There are 
many projects which we should like to see assist- 
ed; but we must deal with the principle involved, 
and not the facts of isolated cases. We are satis- 
fied that our views are in harmony with the ge- 
neral welfare of the country, and particularly 
of railroad companies. This interest can be main- 
tained in its present healthy condition only by 
withdrawing all extraordinary and accidental 
stimulants to their construction. We are proceed- 
ing safely only when we are providing for the ac- 
commodation of a business actually existing ; and 
never when we are providing for contingencies that 
may never arise. Let the want of a railroad pre- 
cede its construction and every step will be one of 
progress. If we throw aside such an obvious guide, 


our course may be one of retrocession instead of 
advancement, 





St. Louls and Western Railroad. 

A company has been organized in Missouri for 
the construction of a railroad from St. Louis to, 
the West line of the State. Tlic following gentle- 
men constitute the board of Directors, viz: Jesse 
Morin, ©. A. Perry, of Platte; A. W. Doniphan, 
J.G@. Price, M. Arthur, of Clay, (with the recom- 
mendation of Col. Doniphan for President of the 
Board ;) W. Boyce of Ray ; H. Wilcoxen, of Carrol; 
L. Salisbury, of Chariton ; J. E. Finks, A. J. Hern- 
don, of Howard; W. Woodson of Boons; P, B. 
Reed of Callaway; D, 0, Garth of Randolph, 






















C ted their 
their associate work 
road, to the public on the 12th of July last, ina 
circular of that date. Important negotiations 
since that time concluded, for-a western exten- 
sion, under the control of a single interest, to the 
Mississippi river, for which the necessary legisla- 
tion has now been obtained, as well as to show 
the satisfactory progress of the work, renders it 
proper for the Directors, at this time, to issue a 
second circular. ‘ 

They are now enabled to present a continuous 
and consolidated line from Toledo to the Mississip- 
pi river, at Hannibal, there connecting in direct 
extension with the Hannibal and St. Joseph Road ; 
and such arrangements with other Companies as 
have also secured their entrance into Alton and 
St. Louis. 

Premising that their plan is now complete for a 
connexion with the great emigrant route to St. 
Joseph, where most of the outfits are made for Ne- 
braska, Utah, California, and Oregon—as well as 
with the commercial city of St. Louis, they will 
proceed to announce more in detail the arrange- 
ments by which these ends have been accomplish- 
ed, with the state of forwardness of their own work, 
and of the lines with which they are, or are tobe, con- 
solidated, or with which they have made business 
engagements. 

At the date of our exhibit in July, we had just 
placed on the line, from Toledo to Danville, (which 
embraces the Ohio and Indiana divisions) six loca- 
ting corps of Engineers, under the charge of War- 
ren Colburn, Esq., well known for his efficiency in 
the survey and construction, of the “ Rochester, 
Lockport and Niagara Falls’ and other Roads. 
Thesesurveys, embracing acareful location through 
twelve considerable towns, and others of smaller 
size, have been completed. Maps, profiles, plans, 
drawings and specifications of the Road, bridges, 
&c. &c., have been made and filed. Rights of 
way, with some inconsiderable exceptions, have 
been obtained along the whole route, and station 
and machine grounds have been secured at all the 
principal Points, including most valuable grounds 
at Toledo, to which further reference will be made. 
The Contractors, Messrs. Boody, Ross & Co,, have 
apportioned the whole work in suitable divisions, 
to sub-contractors, responsible and experienced 
men, who are now vigorously engaged in their seve- 
ral divisions. 

To prepare so long a line (241 miles) for con- 
tract—to organize the forces of men, teams, tools, 
&c., at the several points, was necessarily a work 
of time; and being undertaken so late as July, it 
was not expected that much progress could be 
made in construction before winter set in. The 
Directors are, however, gratified to report that by 
the efficicncy of the Engineers and Contractors, 
not more than ten miles on the whole line remains 
to be grubbed and cleared. There is not a divis- 
ion, and scarcely a section of the Road on which 
considerable earth work has not been done. As 
large a force is now employed as the season of the 
year will justify. The Contractors have made ar- 
rangements to increase it to at least 5000 men by 
the time the frost is out. 

On the Ohio portion of 74 miles and contiguous, 
the work is so far advanced as to enable us te an- 
nounce that the grade will be entirely finished 
from Toledo to Fort Wayne, (93 miles) by the first 
of July next. Track-laying will be commenced 
on this division in June, and that portion of the 
Road will be opened to the public early in the an- 
tum. 

The heavier portions of the work, and which em- 
brace the only rock-cuts on the line, exist between 
La Gro and Logansport. On this portion an in- 
creased force will soon be placed, and after the 
first of May the heavy jobs will be worked both 
day and night. Ifno unforeseen hindrances arise 
the road bed 
structure by the middle of Autumn to Attica, 224 


miles, and soon thereafter to Danville. The facil-} yin, o 


will be made ready for the super-| © 





- There is considerable so 
ment even greater progress has 

the graduation, the winter not impeding. - 
stone for the entire masonry of the line is now 
ried, and most of it is cut and ready for the 
Several ol the foundations of the larger bridges 
laid. The Chief Engineer is confident that every 
bridge wil] be ready for the superstructure by the 
first of August. Timbers for the superstructure 
are engaged and most of them are now ready. ~ 

To be secure t tment in their con- 
tracts for ties, Messrs. Boody, Ross & Co., are pla- 
cing a number of steam sawmills on the line. 

Monthly estimates have been since July 
and the work has proceeded ste: 4 

Twenty-eight thousand tons of heavy T rail 
(enough for the main line and a large amount of 
side track) have been purchased in E , all 
deliverable in New York by the first day of July 
next.. Of this, enongh to lay 30 miles of track has 
already reached Toledo and the line. Other 
quanties are constantly arri at New York. 
important has it been deemed to secure rails of 
the best manufacture, that an increased price has 
been given. 

In every department the work has been planned 
and executed for a first class road, and in adap- 
tation to the large business so confidently expec- 
ted. It isnot an experimental route of road but 
traverses a country now thickly settled and highly 
cultivated. Being on the leading and shortest 
proach from the West to Lake Erie, it is 
the channel of a large confluert commerce ; and in 
respect to lateral tributary roads, it stands without 
a rival on the western map. We have reason to 
believe that the contractors, themselves largely in- 
terested in the success of the work, will not be 
long, if at all, behind their engagement in havi 
it ready for use, which, as heretofore picnics 4 
is fixed for the first of May, 1855. . 

In January last an agreement was entered into 
to consolidate upon equitable terms the Toledo 
and Illinois, and Lake Erie, Wabash and St. Louis 
Railroads, with the Great Western Railroad of Il- 
linois, each to be first finished and equipped 
their respective Companies, the od for whi 
was limited to first of May, 1855. At that time 
the charter proper of the Great Western extended 
from the terminus of the Lake Erie, Wabash and 
St. Louis Railroad, on the Indiana State line near 
Danville to Naples on the Illinois river. Although 
a Road underanother charter, partly finished, con- 
nected the Great Western with the Mississippi riv- 
er at Quincy, still it was a cardinal object to have a 
direct extension from Naples into the Hannibal 
and St. Joseph Road, The late extra session of 
the Illinois Legislature furnished that opportunity. 

A Charter was granted for the 37 miles between 
Naples and Hannibal with leave to unite with the . 
Great Western. The passage of a general consoli- 
dation act at the same extra session of the Illinois 
legislature, similar to the law of Indiana, has now 
added the necessary for the consummation of the 
above provisional ents, to constitute the. 
entire route from Toledo to Hannibal, a single line 
and under one control. Without adverting now to. 
its terminal relations, it is enough to say in regard 


to its local advantages, that it passes the 
Wabash Valley, and through the Capital of 
Our consolidation with the Great Western Rail- 


road, furnishes us also a direct outlet from Spring- 
field over the Chicago and Mississippi road, now 
finished, to Alton and St. Louis. Important. con- 
siderations, however, induced ourCom toenter 
into a series of negotiations with the 















Road. the joint use aud occupation with that. 
Company, and with the Northern Indiana, of the 
extensive and valuable depot and warehouse 
grounds, at and adjoining the harbor of Toledo, 
the property of the last named Company (known 
as the “ Middle Grounds”)—a guaranty against 
rival roads sustained by the aforesaid interests— 
and a connexion with the Terre Haute and Alton 
Road at some point near the eastern limits of IIli- 
nois, to be mutually agreed upon. The alignment 
of the last named Road, owing to certain points 
being fixed in the charter, such as Paris, &c., had 
given it a very fair direction towards Attica, where 
our crosses the Wabash river. As the city 
of Alton is almost in the immediate direction of a 
line drawn from Toledo to St. Louis, and as it 
would occasion so inconsiderable a deflection to 
pass from Attica by a short connecting link into 
the Terre Haute and Alton, instead of building a 
long and nearly parallel line from Danville to St. 
Louis, we could not doubt that an enlightened 
policy dictated this arrangement. The bane of the 
American system is the multiplication of roads, 
draining the same region and leading to the same 
market. Our business arrangements with the 
Terre Haute and Alton enable us to avoid this evil 
and place both roads at once in a commanding 
business position, we occupying exclusively the 
Maumee and Wabash Valleys, and they becoming 
the recipients of this business. Whatever merits 
other lines from St. Louis, crossing the Wabash 
further south, and opening to a different region, 
may have, they can never interfere with the legit- 
imate business of the Road from Toledo to St. 
Louis. 

It may be added that a charter has been obtain- 
ed for the connecting line here spoken of, and means 
for its construction have beenraised. Atthe same 
time three hundred thousand dollars where added 
to the suscriptions of the Terre Haute and Alton 
stock, which, with means on hand, will enable 
them tocomplete their Road pari passu, with ours. 
That Company have also secured the right to 
build from Alton to St. Louis in the prosecution 
of which there will be no delay. 

A brief reference may properly be made to the 
condition and prospects of the Roads with whom 
we have thus been negotiating. 


The “ Great Western Railroad” of Illinois ac- 
quired their rights by purchase from that State at 
a low price, of their road, then partly completed 
by the State. It was the Road most favored by 
IHinois, and the only one of which any considera- 
ble part had been completed. Since their pur- 
chase, the Company have re-placed with a heavy 
T rail the fifty five miles between Naples and 
Springfield, laid by the State with a flat bar. This 
part of their line has a compact and well settled 
road-bed, and is laid with red cedar ties. The 
Company have just finished, with T rail, the 89 
miles form Springfield east to Decatur. Thus 94 
miles of the Road are now in operation, leaving 
less than 80 miles additional to complete to the 
Indiana State line near Danville, of which the 
heavier portions have already been graded by the 
State, the finished portions being light work. This 
@ivision will be finished during the present season. 

A reconnoisance of the line from Naples to Han- 
nibal has been made by S. D. Eaton, Esq., Civil En- 
gineer, and measures will doubtless be taken for 
its early prosecution. The grant as before stated, 
having only recently been obtained. The North- 
ern Cross Railroad, connect'ng Quincy with the 
Great Western, near Naples, makes that the short- 
est route from Quincy to the Atlantic cities. 

The history of the line now constructing across 
the State of Missouri from Hannibal to St. Joseph, 
is so well known as sca to need a reference 
This road is the recipient from Congress of a grant 
of land, equal per mile to that made to the Lilinois 
Central; besides which it has received a loan of 
the'credit of the State of Missouri to the extent of 
a million and a half of State bonds. The Whole 
line has been let to a company of responsible con- 
tractors, and is now under construction. It is 


probably the first line that will reach the Missouri 
river at any considerable distance above its mouth, 


061 tons steam, and 138,941 tons sail. 





The region around St. Joseph, from its mildness 
and fertility, and being in advance of other settle- 
ments on the Upper itissouri, has become well 
known as the place of rest and outfit for emigrants 
bound to our distant frontier and is daily increas- 
ing in commerce and agriculture. 

Of the Terre Haute and Alton Road enough has 
already been said to show its suitable connection 
with St. Louis for the Toledo line, emerging from 
the Wabash Valley at Lafayette or Attica. By a 
report of their President published in July last, it 
appears that their rails had been purchased, and 
rig was expected to complete the Road during 

Having thus secured what was confidently an- 
ticapated in our first Circular, an approach to St. 
Louis and the central regions of the Mississippi 
river, the occasion is a suitable one to review the 
geographical position and business prospects of our 
Road when asa finished work, it shall take its 
rank in the American system. 

The most remarkable feature that meets the eye 
on opening the Map of North America, is that vast 
chain of navigable inland water that stretches from 
the Gulf of St. Lawerence for thousands of miles 
in a right line to Toledo, and still further by a cir- 
cuitous and indirect course to Chicago. This 
chain to Toledo maintains an average distance 
from the Atlantic coast of about 400 miles, and is 
nearly parallel with it. Looking outward from 
Toledo in the same general direction with the 
Lakes, over a plain of little more than 400 miles 
miles id breath, we meet that other inland sea, 
(for such really the Mississippi is,) whose tides 
flow within the tropics, and near the head of whose 
reliable navigation stands the ancient city of St. 
Louis—ancient in its history, modern in its growth. 
Between this Lake Chain and the Atlantic, but a 
few years ago there was not a single portage facile 
enough for any valuable purpose of commerce— 
except the slow moving wagon, the Erie Canal was 
the pioneer. Now, Cleveland, Erie, Dunkirk, Buf- 
falo, Niagara, Rochester, Oswego, Cape Vincent, 
Ogdensburg and Montreal, have each opened their 
eastern gates to thousands of travellers, and by 
steam and water are sending forward in both dir- 
ections a commerce unparalleled in any history. 

The whole trade of the Lakes excluding those 
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to set limits to its future | bath lg Me 
se e t. Louis 
had a population 

In 1820 of...... 4,128 

In 1840 of.. .... 16,649 

In 1852 of.. .... 94,000 


St. Louis is but the type of the country between 
her borders and Toledo. The overflow of business 
is fast other cities of considerable magni- 
tude, not only on the banks of the Mississippi, 
but on those of the Illinois and the Wabash. Suill 
the central city grows with the growth of its lesser 
neighbors, and the tribute of the intervening 
country will continue in large measure to be paid, 
to the commercial cities of St. Louis and Toledo. 

It will be obvious to all who are familiar with 
the route and course of business west of Lake 
Erie, that the channels through which the great 
commercial business must pass between the East 
and West, are mainly confined to a belt of coun- 
try between Lake Erie and the Mississippi river, 
measuring some two hundred miles in width. 
Every line of railway communication hitherto 
opened in this limit of territory, having an eastern 
bearing has proved successful and profitable be- 
yond the most sanguine expectations of its pro- 
jectors. The lines of road projected by our con- 
solidated Companies, extend through the most 
fertile portion of this belt of country hitherto un- 
opened, already populous, and as before stated, 
having many towns of great commercial impor- 
tance, each the centre of trade and the natural 
depot for the vast productions of a lage adjacent 
territory. By an examination of the accompany- 
ing map it will be seen that a number of roads; 
having a north and south direction, intersect the 
line of our road at various points. Each of these 
roads will bring to our line a large amount of 
local business from their respective localities. 
Many of these lateral roads will have their main 
eastern connection through our line, as being the 
most direct and accessible. 

Although there are other lines of road project- 
ed, connecting St. Louis with the sea-board, and 
which, doubtless, will in time be completed, there 
are none which can present the same facilities 
that will be offered by our united Companies for 





west of Erie, arose from $65,000,000 in 1841, to! 
$326,000,000 in 1851, employing 212,000 tons of! 
steam and sail. Of this trade, the large proportion 
of $209,712,520 belonged to Lake Erie alone, on 
which Lakethe first steamer was launched in 1818. 
The licensed tonage of these Lakes in 1851 was 77,- 


Tons entered at all the Lake ports in 1851, 9,469,506 
clear. d aI " 9,456,346 


How much this commerce will be augmented by 
the enlargement of the Erie Canal, now ratified by 
the people and Legislature of New York, may be 
judged from the fact that the new Canal will pass 
boats of 224 tons burthen; that a barrel of flour 
can be transported from Buffalo to Albany for 
twenty-five cents ; and that the coast of transpor- 
ting ordinary merchandize will be reduced to $1 
82 per ton from Albany to Buffalo, tolls included. 

It follows as a necessary carollary that the Ports 
at the western extreme of the Lakes, receiving or 
discharging the same business with the eastern 
outlets we have named, besides what finds its way 
through the Gulf of St. Lawrence, must have a 
corresponding growth and increase. From the 
scarcity of harbors, those ports are few in number, 
each representing vast tracts of country. Cleve- 
land, Sandusky, Toledo, Detroit, Chicago and Mil- 
waukee, comprise almost the list. The commerce 
of Toledo, young as she is, and until her canals 
were built almost icaccessibl: from the interior, 
was— 

Tn 1847, 00.6 ccc. cee tee coon oe «88,068,809 
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It is estimated that during the present season 
there will be shipped from that port, of the single 
article of corn (maize) 6,000,000 bushels. 

The limits of this paper will not admit of a _re- 


the transaction of a large commercial and passen- 
ger business. St, Louis and Quincy are thereby 
connected with the navigable waters of Lake Erie 
by a line 80 miles shorter than any other com- 
pleted or that can be projected without following 
the course of our road. At Toledo passengers can 
have their choice of three routes, all favorable, 
leading thence to the Atlantic, viz: to Buffalo via 
Cleyeland—by lake steamers—and via Detroit 
through the Great Western Road of Canada and 
the New York Central. Incipient measures have 
been taken to construct a road between Toledo 
and Detroit, by which the latter connection will 
be made complete, the link to be supplied being 
less than 60 miles. It is believed that no other 
road from St. Louis can, at its terminal point, 
present eastern connections so favorable for pas- 
sengers and freight. 

The arrangements made with the Northern In- 
diana Railroad Company for using adjacent. busi- 
ness grounds and a common passenger building, 
will enable the two companies jointly to build and 
maintain in, the most liberal manner, a line of 
first class steamers to run direct to Buffalo, giving 
unequalled facilities for the transportation of emi- 
grants and light freight; and affording to passen- 
gers an opportunity to obtain rest without losing 
time, which will doubtless be appreciated by those 
who are travelling on long routes. 

It needs no argument to prove the value of a 
railroad line which shall connect the mest com- 
mercial town on the Upper Mississippi with the 
nearest harbor on Lake Erie, The dry goods and 
manufactures of the North, ‘and the groceries, 
hemp,.tobacco and other staples of the South, 
discharged respectively at'Toledo, and St. Louis, 
must be exchanged over this thoroughfare, while 
the productions of the country, seeking a vent 
towards one market or the other, are even now 





ference to the immense and growing traffic of St. 








in magnitude and amount beyond the capacity of 









towns and es loudly de the cone 
venience of the thoroughfare we are constructing- 
and the Directors are resolved to prosecute the 
work with a despatch with its im, 
ce. Of this they think taey have given 
some evidence to the public, in not allowing the 
work to flag during the recent severe pressure in 
the money market. No road in the Western States 
will have so long a continuous line under one or- 
anization, or be better fortified in its business by 
ts easy connexion with the systems on either side 
of Lake Erie, and by lateral and tributary roads 
in Indiana and Illinois. 

The subscriptions to the stock of the Toledo 
and Illinois Railroad Company amount to $900,- 
000, and of the Lake Erie, Wabash and St. Louis 
Railroad Company, to $2,000,000, on both of 
which 65 per cent. has been paid. The whole 
amount of first mortgage 7 per cent. convertible 
bonds issued by the first named Company, is $900,- 
000, and by the last named, $2,500,000. 

The Boards of each road do not hesitate here 
to express the opinion that the mortgage bonds of 
both offer a security most fully reliable, and they 
look forward to the time, as not far distant, when 
the convertible privilege may be availed of with a 
handsome profit to the holders of the bonds. 

A. 8. WHITE, President, 

Lake Erie, Wabash and St. Louis Railroad. 
JOHN ROSS, President, 

Toledo and Illinois Railroad. 


Alleghany Valley Railroad. 

The city of Pittsburgh owes its wealth and 
prosperity as much to its position as to its mineral 
resources. Its natural channels of communication, 
the Aileghany, Monongahela, and Ohio rivers, are 
not, however, always available, owing to the irreg- 
ularities in their volume, and to the effects of 
frost. This fact, especially, has induced the con- 
struction of artificial routes, parallel to, but inde- 
pendent of, the water lines. The completion of 
one great work of this kind, the Ohio and Pern- 
sylvania Railroad, has already secured to Pitts- 
burgh a position such as even her favorable river 
communication would have forever denied to her. 
The efforts of her citizens are now directed to the 
construction of similar works in the vallies tribu- 
tary to the one already occupied. The Alleghany 
Valley Railroad, one of these enterprises, has 
long engaged the attention of the people of West- 
ern Pennsylvania, as a meaus, both of the accom- 
modation of a local and the creation of a foreign 
trade. Although chartered seventeen years ago, 
its construction has been delayed, until the results 
of the operation of the Erie road have demonstrat- 
ed the resources of districts, similar to that inter- 
sected by the line of the Alleghany road. 

From the first regular annual report of the Di- 
rectors of the Alleghany Valley Railroad, lately 
published, we present the following particulars 
relative to the condition and prospects of their 
work. 

The first division of 43 miles, from Pittsburgh 
to Kittanning, is under contract to be finished by 
the first of November of the present year. 

The second division of 45 miles, from Kittanning 
to Brookville, is under contract for completion by 
July Ist, 1856; the third division of 48 miles, 
from Brookville to the Clarion River, by July 1st, 
1856; and the fourth division of 48 miles, from 
the latter point to the New York State line, is also 
under contract, to be finished by December 1st, 
1855, 

To bring the 4th division into early use, for car- 
rying coal to the lake ports, a contract has been 
made with the Corning and Olean Railroad Com- 





| pany, for the immediate 





liate construction of that por- 
tion of the line. Said company agree to furnish 
$500,000 bor a fide subscription, and to pay for 
the use of ten miles of the road of the Alleghany 
Company at the rate of eight per cent. on its cost 
of $25,000 per mile. 

Three-fifths of the grading, masonry, and bridg- 
ing of the line between Pittsburgh and Kittanning, 
are already finished, and the completion of all of 
this portion of the road is anticipated at an carly 
day. 

The revised estimate of the Engineer, W. Milnor 
Roberts, Esq., states the cost of the road in com- 
plete running order, and all incidental expenses, 
but without equipment and depot buildings, as— 

$5,571,360 07 
The subscriptions by indi- 
viduals and contractors 


MO. Shi no SF eee $1,400,390 
County corporations..... 1,251,254 
City and boroughs....... 450,000 
Corning and Olean Rail- 
MMe ei ae 500,000 
—_—— 8,601,644 00 








To be provided by an issue of bonds. $1,969,716 07 

The connections of the Alleghany Valley Rail- 
road are of the most ample and direct description. 
This road is in fact a direct route connecting not 
only Pittsburgh, but all the trade and travel with- 
in the influence of all the roads and canals center- 
ing there, with the principal cities of Western 
New York, forming a connection of Lakes Erie 
and Ontario with the Ohio river, Throughout its 
course it intersects the most important railroads 
and canals in the country. Leaving the Pennsyl- 
vania Central, Ohio and Pennsylvania, Chartiers 
Valley, Steubenville and the Connellsville rail- 
roads at Pittsburgh, it follows the Alleghany river, 
and for a distance, upon the route of the Pennsyl- 
vania Canal; crosses the Cleveland and Mahoning 
road, and the line also of the proposed Sunbury 
and Erie road ; meets the Corning and Olean rail- 
road at the State line, and, through the northern 
extension, runs across the Erie, New York Central, 
and other roads which connect those two roads 
with each other and with every important town in 
the western portion of the State. It also meets 
the Genessee Valley Canal, and thereby connect- 
ing, by 188 miles of railroad, the Pennsylvania 
and the Erie Canals. 

The northern extensions of the Alleghany Valley 
road are the Buffalo and Pittsburgh and the Ro- 
chester and Pittsburgh roads, the construction of 
both of which has been determined upon wholly 
with reference to that of the Alleghany Valley 
road, with which a unity of interest prevails. 

The local resources of this road and of its tri- 
butaries are of the most valuable description. In 
Pennsylvania it intersects a region abounding in 
coal and iron, while the agricultural products and 
the vast quantities of lumber, abounding through- 
out the whole of this and contiguous regions, 
would alone occupy the equipment of an important 
road. Where cleared, the soil of Western Penn- 
sylvania is known to be of the best description, 
and such as will attract and support a population 
equal in wealth, enterprize and intelligence to 
that in any other part of the country. It is well 
known that the Alleghany Valley road is regarded 
by the New York and Erie and the Albany and 
Susquehanna railroad interests as securing the 





















shortest and best route from New York, Albany 





and Boston to the whole of Southern Ohio, includ- 


ing Cincinnati. ' ; 

In general terms, the Alleghany Valley road 
combines every requisite of local and terminal 
support, and occupies a position in the throngh 
routes of commerce, sufficicnt to ensure, with 
proper management, the most ample returns on 
its cost, and the most advantageous results on the 
whole country tributary to its route. 





Mississippi and Atlantic Railroad. 

We have received, and give below, a copy.of an 
Act of the Legislature of Illinois, authorizing the 
construction of the above road. As the law of the 
State requires that all matters to be acted upon 
at an extraordiuary session of the Legislature, 
shall be indicated in the Message of the Governor 
calling the same, we copy so much of the Message 
as provides for action upon the subjcet of.rail- 
roads. 

Extract from the proclamation of Governor 


|Matteson, of Illinois, under date of 7th January, 


1854: 


‘To pass laws recognizing the existence of and 
conferring additional powers upon Corporations 
formed, or which may be formed prior to. the ac- 
tion of the Legislature thereon, under the act, to 
provide for a General System of Railroa? Incorpo- 
ration, approved November 5, 1849. To declare 
the public utility of their works, sanction the 
routes; termini thereof, and authorizing the con- 
struction of the same.” 


The following is a copy of the Act referred te: 
AN ACT recognizing and authorizing the con- 

struction of the Mississippi and Atlantic Rail- 

road. , 


Section 1. Be it enacted by the people of the 
State of Illinois, represented in the General As- 
sembly, That the Mississippi and Atlantic Rail- 
road Company, as formed under articles of asso- 
ciation, filed in the office of the Secretary of State, 
is hereby declared to be a valid and subsisting 
corporation by that name, duly organized under 
and duly vested with all and singular the rights, 
privileges, and powers contained im an Act entitled 
‘* An Act to provide for a General System of Rail- 
“road Incorporations,” approved Nov. 5, 1849; 
and said Company is hereby authorized to com- 
mence, contract, and maintain the said Mississippi 
and Atlantic Railroad, from a point on the eastern 
line of the State of Illinois in the direction of 
Terre Haute, Indiana, to a point on the Mississip- 
pi River, at or near lllinoistown, as in their arti- 
cles ef association specified, in accordance with 
the provisions of the act hereinbefore recited ; the 
acts amendatory thereof and of this act, and the 
acts and proceeding of said company hitherto in 
and about the prosecution and construction of 
said road, its crossing connections and running 
arrangements with other roads within this State 
are hereby declared valid and binding. 

Section 2. The said Mississippi and Atlantic 
Railroad Company is hereby declared to be a work 
of sufficient public utility to justify the taking of 
private property for constructing and mainta 
said road and the same may be appropria 
whenever requisite under the provisions of the 
acts now in force for that purpose. 

Section 3. Said company shall have power to 
borrow money for the construction, equipment, 
and maintaining of said road, and to issue its 
bonds therefor at such rates of interest as its Di- 
rectors may. prescribe, not ex seven per 
cent. per annum; and for security thereof to 
mortgage its road, property and franchise, and 
any sale of said bonds at less than par, shall be as 
valid and binding upon said company as if the 
same had been for the par value thereof, —. 

Section 4. Said company shall have power to 
take and hold stock in, or loan its credit to, any 
railroad company within this State whose road 
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of the line of 
between the eastern line of this State 


Haute under such provisions as may be 
the laws of weet or fein a oe, 

company may r 
od to fenselh date the stoc <a 
companies, or to lease, manage, or control the 
said connecting line of road on such terms as may 

upon between the parties. i 

Section 6. This act shall take effect and be in 


force from and after its passage. 
JOHN REYNOLDS, 


Speaker of the House of Representatives. 
G. KOENER, 
Speaker of the Senate. 
Approved Feb. 24,1854. T. A. MATTESON. 
The above project is well known as the Straigh; 
Line, between Terre Haute and St. Louis. Te the 
former point, the railroad system of Ohio and In- 
diana extends. The right to continue this system, 
West to St. Louis, in the most direct course, has 
been for a long time denied by the people of Illin- 
ois, in defence of what is termed the State Policy. 
This policy may now be regarded as thoroughly 
exploded by the passage of the above act. 
Working surveys of the line of this road have 
been made, and the work of construction will be 
immediately commenced. For this purpose, we 
understand, a large amount of means have 
already been secured. The project has always 
been regarded with peculiar favor by the vast 
railway interest, lying to the East of Terre Haute, 
which is most anxious to push forward to its great 
Mississippi terminus, St. Louis. 
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New Channels of Trade. 

We scarcely take up a paper that we do not see 
some notice of the commencement, progress or 
completion of some new avenue of trade and com- 
merce, connecting the Western rivers with the sea 
coast. The multiplicity of these artificial com- 
munications should arouse us to the proper under- 
standing, and appreciation of our own position, 
and stimulate us to make counter exertions to 
neutralize the active and unremitting efforts that 
are continually being made by every city and 
town on the Atlantic coast, to attract trade, and 
divert it from its legitimate and natural channel 
by the Mississippi to New Orleans. The same 
natural obstructions to the free transportation of 
commerce have existed during the past winter 
generally through all parts of the country—in this 
one aspect of the case, we have not been singu- 
larly affiicted. At the North, navigation has been 
a by the impassable barriers of ioe creat- 
ed by the unusual cold weather, while we have 
been cut off from all water communication with 
the interior by the unprecedented and protracted 
low stage of the rivers.—But during this period 
of non-intercourse how different have been our re- 
spective conditions! Our Northern rivals, by 
means of their artificial rivers have sustained an 
uninterrupted communication with their several 
markets. Free and independent of the restrictions 
and barriers created by a rigid and ungenial cli- 
mate, they have found a sure and never failing 
friend and auxiliary in the iron horse, whose 
course has been onward and uninterrupted, care- 
less and indifferent to all the elements, whose 
combined strength he laughe to scorn. What has 
been in comparison, our isolated condition, shut 
out from our best customers, and cut off from the 
sources of our most valuable supplies ?_ The con- 
sequences of the embargo we have undergone for 
the past three months, our Western merchants 
have feelingly realized. We should like some fifty 
of our produce merchants whom we could name, 
to get together, and make a rough estimate of the 
loss they have sustained from the general derange- 
ment of their business, their disappointed expec- 





reduced to cash would be sufficient to pay for the 
construction of a long link in either, or both of 
our Railroads. Had we had during the entire 
winter, daily communication with the Northwest 
parishes, with the Red River country, with St. 
Louis, and in the early part of the season, with 
Nashville, Louisville, Cincinnati, and all that con- 
tiguous region, we should have heard no com- 
plaints of hard times, of no business and a string- 
ent money market. Nowhere on the face of the 
earth has experience spoken louder, or inculcated 
a severer and more urgent moral than in New Or- 
leans. If Railroads have been tested, and found 
to be powerful helps and auxiliaries to promote and 
advance the trade and general prosperity of other 
cities—here with us they are indispensable agents 
not only to advance our commerce, but to enable 
us to retain what we already have, and place us 
in a position to contend with the hundred rivals, 
who are emulously striving to spoil and ruin us. 
There is not a town on the Atlantic coast from 
Portland, in Maine, to Savannah, Georgia, that 
has not in a greater or less degree, been sustained 
and nourished by the aliment which nature inten- 
ded for our subsistence. 

These reflections were suggested by reading a 
notice in a Georgia paper, communicating the in- 
telligence that a large cargo of freight had been 
delivered in Macon, a flourishing town in the cen- 
tre of that State, which had been shipped on the 
tailroad, from Nashville, Tennessee. The paper 
in question informs us that the road from Chat- 
tanooga to Nashville is now completed—there is 
but one trans-shipment of freights between the lat- 
ter point and this city, (Macon,) and the arrival 
on Saturday is but the beginning of an exensive 
business between the two points. The same pa- 
per gives us the comforting and consoling assur- 
ance, that Macon is the most important depot for 
the distribution of Tennessee produce in that State, 
and that the opening of the Nashville and Chat- 
tanooga Railroad, with proper energy and enter- 
prise on the part of her business men, must in- 
crease its importance in this respect. 

Nashvillc is now only forty-eight hours distant 
from Savannah , a few years since, we were going 
to say months, she had no more communication 
with the sea port of Geergia than she had with 
Liverpool. She was wholly tributary to New Or- 
leans, as she'still would be were we connected by 
railroads. 

We have before us a yet srtonger illustration of 
the efficacy or potency of railroads in transmuting 
villiages into towns, and towns into populous and 
wealthy cities. Chicago is a hyperborean city, sit- 
uated in the ice bound regions of Michigan, twelve 
degrees of latitude North of us. Let us see what 
progress she has made with all the disadvantages 
of position and climate against her. 

Twelve years ago Chicagocontained a population 
of 5,000. Now it has over 60,000! 

Twelve years ago, eight to twelve days passage 
between New York and Chicago was considered 
quick time in the most favorable season. Now 
two days is the average. 

Fifteen years ago, the people of Chicago bought 
a large part of their breadstuffs and provisions 
from the States of New York, Pennsylvania and 
Ohio. Now there is exported from that city, each 
year, 5,000,000 bushels of grain and 120,000 bar- 
rels of beef and pork ! 

By what magic has this wonderful chance been 
effected? The mystery is easily explained. 

Six years ago, Chicago had not a single foot of 
railroad conpleted, and only one in contempla- 
tion. Now it has 482 miles completed in the lim- 
its of the State alone, and over 2000 in process of 
construction! On the 1st of May next there will 
be daily leaving and entering the city of Chicago 
forty-eight trains, making in all ninety-two trains 
per day over the roads, to accommodate travel 
and commerce. 
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Here is an example furnished by a city, which, 





‘ago, Was in the woods, and ¥ 
airtel Someone pee 
Bulletin. 
The Chilled Slip Tire. 

During a recent visit at Baltimore, we had. an 
opportunity of learning the success with which 
the cast iron tire has been in use during the past 
winter. We werethe more anxious to de so, be- 
cause reports had started that the Baltimore and 
Ohio Railroad Company were replacing their cast 
with wrought tires. This statement, which has 
been circulated by interested parties, is wholly 
wntrue, as our Own inquiries and observations have 
disclosed. Out of considerably more than 200 
locomotives, owned by the road, but four have 
wrought tires, and these were so provided by the 
builders. The Master of machinery, states, that 
he shall replace these tires, when worn out, with 
the cast iron tires, a practice which has been adop- 
ted for several years with all engines coming on 
the road with wrought iron tires. Five engines 
built at Lawrence, Mass., have already been re- 
tired in this manner. With these, after the 
wrought tire had become badly worn, it was turn- 
ed off to an uniform thickness and a cast iron tire 
put on over it. This was done to save the expense 
and delay of applying new wheels. The chilled 
tires were secured by set-screws, tapped through 
the rim of the wheel and pressing against the 
inner side of the tire. This method is very apt to 
strain the tire unequally, indeed, such a result is 
unavoidable. One tire, only, secured in this man- 
ner, broke, during the last winter, opposite one of 
the set-screws. No further damage was done. 
This failure, wholly due to an unusual and very 
improper mode of fastening, is the third one, only, 
during a use of over 2,000 of these tires. Can 
any other road show similarly favorable results 
from wrought lires? We are positive that they 
cannot. 

No other road in the country; except the New 
York and Erie, has such heavy engines as those 
under which these tires are used. No other road 
has engines of such great power, for although the 
weight of the Erie engines may be greatest, that 
of the Baltimore engines is wholly “ live weight,” 
or productive weight. The tires are used alike 
under all engines—express, mail, freight, live 
stock, coal, and yard engines. 

The officers of the company do not estimate 
their saving by this improvement at less than 
$30,000 per annum. 

One unfortunate feature is apparent in the man- 
ner in which this company have used cast iron 
whole wheels, They have allowed their contract- 
ing builders to fit many of their engines with 
whole chilled wheels, which, when once worn, are 
not only useless, except for old iron, but cause a 
great loss of time and expense, and particularly 
a great delay of the engines in renewing them. 
When the security and cheapness of Perkins and 
McMahon’s improvement are known, and the fa- 
cility with which tires are changed on their plan, 
it is wasteful and extravagant, to say the least, to 
employ any material of tires in such a manner. 
A wheel center, under no strain like that from 
shrinking a tire, ought to last many years. Crank 
pins, well case-hardened, or covered with steel, 
will outwear three sets of tires. The axles, if 
straight, (not cranked,) will last a very long time. 
By apy other method than by renewing the wear- 

































ing surface, a great quantity of good, mate- 
rial, and of expensive and laborious fitting, is ut- 
terly thrown away. Again, whole wheels are not 
as likely to have a sound tread, they do not cool 
after casting without strain, and if the wheels be. 
of the spoke form, the chilling opposite the ends 


rim. Besides being wasteful, they are consequent- 
ly unsafe, and the trouble given by such wheels, 
when used for engine drivers, has operated unfa- 
vorably against cast iron tires, as applied in the 
only proper manner. 

Conscious of being in the right, we shall always 
maintain the merits and adaptation of this improve- 
ment, until every company has availed of it. 
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|The 
ductiveness of Western Railroads, 


Record on the Cost and Pro- 


Were it allowable to indulge in a little humor 
in the discussion of such grave subjects as rail- 
roads, we should be tempted to tell the story of 
the dilemma in which a certain person found 
of the spokes is softer than at other parts of the —— i mae - pr — 
friend of the Railroad Record. The aforesaid 
deputy represented that it was impossible to count 
the flock ; that he could count all but one ; a little 
speckled fellow that hopped about so briskly that 
he could{not be counted ; so he gave up in Aispair. 
The Record is equally ‘frisky and uncertain in 
its essays to answer certain strictures of our own, 





ing $750,000 from the State of Missouri and $1,- 
000,000 from the City and County of St. Louis. 
The first Division extending 45 miles from St. 
Louis is to be finished by July 1856 and the whole 
line by December of the same year. The route 
lies through a rolling and healthy region and in- 
c'udes considerable earth and rock cutting. 


Testing of Steam Gauges. 

8. J. Hayes, Esq., Master of Machinery of .the 
Baltimore and Ohio road, has arranged a mercu- 
rial gauge at the Mount Clare Shop, at Baltimore, 
for the purpose of testing, and correcting, the 
Ashcroft Steam Gauges, with which the greatest 
part of the engines of the company are provided. 
It is a very long syphon, long enough, and con- 





upon a recent article in that paper, which stated, 
that, were eight parallel railroads, running north 
and south, between the Scioto and the Indiana 
State Line, constructed, they would each earn ten 


taining enough mercury, to indicate a pressure 
(created by a force-pump) of 150 pounds to the 
square inch. 


Ohio and Mississippt Railroad Company. 
This company have made a new issue of 3,000,- 
900 second mortgage bonds. This will make the 








capital account stand as follows: 


RSA et eorreiree” $6,500,000 
First Mortgage Bonds. rarer ie «A 
Second * ‘us . 8,000,000 

MONEE s che cccemecks bits Ueue $12,300,000 


The original cost of the road was estimated at 
$9,000,000. An increase of one-third upon this 
estimate is thus made, while the road is in embryo. 
By the terms of the original contract, the contrac- 
tors were to be paid as follows: 





Tn StOCK soe is cccis vives .» $3,500,000 
MRT Wek Ralehs's 40 Ae. Rbe. 0 be. eke 2,800,000 
Bonds ° 96 oo sees seve - 3,500,000 

$8,500,000 


At the date of the contract, the stock subscrip- 
tions to the road were stated to be $1,450,000, as 
follows : 


Riply County, Indiana aopeeeg si $50,000 
ae CTCL TTT 50,000 
Knox . EN epee coogtes 200,000 
Daviess “ it) waped sep de 30,000 
City of St. Louis.... ............. 500,000 
ERRIVIRONB ise ctr vide dee sth E. 620,000 

$1,450,000 


In addition, the city of Cincinnati loaned its 
credit to the company to the amount. of $600,000, 
which constituted the jirs¢ lien upon the road. 

The contractors stock added to the above would 
make $4,950,000 of stock. 

The contractors stock may have been issued, 
but it by no means follows that anything has been 
paid in upon it. It may represent profits, instead 
of showing that anything has gone into the trea- 
sury of the company. Such would be the infer- 
ence from the present estimated cost of the road, 
which appears to be very large for a new western 
road, and which is out of proportion to that of 
other roads in similar circumstances. A cost of 
$12,300,000 gives , an average cost of about $37,- 
000 per mile, or nearly double what western reads 
are usually opened for. The entire funded debt 
will average about $19,000 to the mile, which is a 
much larger indebtedness than is usually created 
by western roads, especially before they are open- 
ed, , | 

It would be interesting: to know what amount 
in cash has-been: actually paid. in-on the stock of 
the company, and why the cost of the road so 
much exceeds that of the other western. works 
The statements put forth by this company are too 
indefinite to throw any satisfactory light upon the 
real state of their affairs. 


$35,000 per mile. 


lacy. 


charters, etc., etc. 


exceeding $35,000 per mile. 


us. 





St. Louis and Iron Mountain Railroad, 


ply of ore at this point is literally inexhausible. 


other lines northward a route to Fond du Lac. 





per cent. net, upon their cost; and secondly, that 
first class double track railroads, fully equipped, 
could be bnilt in the West, at a cost not exceeding 
These statements, we thought, 
were very absurd, and pointed out their utter fal- 
We have no doubt, the Record, on a more 
mature reflection, agrees with us, as in its subse- 
quent comments upon our str ictures, it does not 
attempt to repeat its first statements, much less, 
to sustain them. It attempts, however, to divert 
the argument from the true issue by a mess of 
verbiage, which really means nothing, such as that 
we wish to dictate to the people of the West as to 
the extent to which they shall construct railroads, 
and as to the policy they shall pursue in granting 
We do not wish to engage in 
a warfare of mere loquacity, and must decline to 
pursue the matter, till the Record shall answer 
categorically, whether it really believes, that were 
eight railroads constructed between the Scioto and 
Indiana State Line, they would each earn ten per 
cent. net, upon their cost; and also, whether it 
thinks that first class, double track railroads, fully 
equipped, can be built in the West, at a cost not). 
This is the issue we 
make with the Record. We take the negative. 
When the Record makes, or attempts to make, 
out acase in the affirmative, we may add some- 
thing. Till then, there is no controversy between 


The St. Louis and Iron Mountain Railroad is 
intended to make a direct railroad communication 
between the City of St. Louis and the Iron Moun- 
tain and Pilot Knob Mountain—the former being 
about 82 and the latter 87 miles from the city. 
Iron works are already established at both moun- 
tains, and there is a plank road 42 miles in length 
connecting the Iron Mountain with the Mississippi 
river at St. Genevieve, below St. Louis. The sup- 


It is easily obtained, and remarkably pure and 
rich. At various points ores of different character, 
valuable for various purposes occur, The thorough 
development of these was a primary object in the 
organization of the railroad company, though 
their ultimate-design is to extend the road south- 
ward, forming part of a direct line. between St. 
.| Louis and New Orleans ; and, in connection with 


The Company is strong, having now a subscrip- 
tion of about two and a quarter millions—includ- 


This tube, and the steam gauge under trial, 
being both connected to the chamber of the forc- 
ing apparatus, the action of both is readily com- 
pared. 

‘The whole apparatus is simple and cheap, and 
of immense value in correcting those “ barometers 
of power,” upon the accuracy of which the safety 
of a train depends nearly as much as upon that 
of the standard time. 





Valves of Locomotives. 

On thé 23d inst., a freight train on the Hudson 
River Railroad ran into another, because the en- 
gineer was unable to reverse his engine, by the 
great pressure on the slide va'ves. Balance valves 
are wanted for our locomotives. One man was 
killed, and another severely injured.—Scientific 
American. 

In justice to the builders and operators of the 
engine referred to, it should be said that the 
above is no explanation at all. One move of the 
“ throttle” would have removed all pressure upon 
the valves. Very few engineers reverse with steam 
on the valves. We should be much pleased to 
see a practicable balance valve, but at present 
we think the only means of reducing the friction 
is to use smaller valves with double openings. 





Chilled Boxes and Steel Journals for Rail- 
road Axles. 

Our mechanical readers may not all be aware 

that the Baltimore and Ohio road use chilled cast 
iron boxes and steel plated journals on all of their 
freight and coal cars. Such has long been their 
practice, and it is now used on an equipment num- 
bering nearly 4000 cars, while the officers in 
charge, state, that they give it a preference over 
any other pattern of box in use, on any road. 
The chilled box is ground out to form a smooth 
bearing, when if well fitted to the pedestal block, 
it will run for a great length of time. If not fit- 
ted well to the pedestal, the box will be strained 
and will most likely break, doing no further harm 
than injury to the journal of the axle. But by 
careful fitting, it permits of a vast saying in the 
labor of replacing boxes and in the cost of the 
material, the latter being but one-tenth as much 
with iron as with brass. 

The journals are cased with sheet steel of anes. 
thickness, whereby they are rendered as durable. 
as the boxes. 

Two young gentlemen in the employ of. the 
company, have applied for a patent for casting 
chilled iron frogs. On one already made, eight 
months use in a crowded part of the line near 
Baltimore, has neither worn nor broken it. Its 














money. 
ES 
American Railroad Journal. 


Saturday, March 18, 1854. 


Back Numbers of the Journal. 

Those who wish back numbers of the Journa. 
for binding are requested to order them at once, 
as we shall be able to supply them but a few 
weeks longer. 

We can furnish Bounp Votumes for any or all 
years complete since 1831—price $5—per year. 

Our Raiwway Map in sheets will be sent by mail 
to any address on the receipt of $1 00—price on 
rollers $2.00. 

We have a few copies of Mr. Jounson’s valua- 
ble work on the Northern route to the Pacific— 
price by mail $1—with maps. 














Stock and Money Market. 

We are not able to report so favorably upon 
the condition ot the share and money market as 
last week. For some days past there has been 
an increasing stringency in the latter, which exert- 
ed a depressing effect upon securities of all kinds 
Nearly the whole list shows a marked decline. 
The bank statement, for the week ending March 
11, is unfavorable. The receipts of gold from Cal- 
ifornia have fallen off, (owing undoubtedly to tem- 
porary causes.) To these depressing causes, is to 
be added the foreign news, which indicate an Eu- 
ropean war to be inevitable. The times are evi- 
dently “ out of joint,” and. the cure must be effect- 
ed by curtailing expenditures to the means of our 
people. This healthy process is now going on to 
a considerable extent, and may have to be carried 
still further. 

The following is the bank statement, for the 
week ending March 11: 


March 11. March 4. 
BODE ania 40 siric06 $94,729,994 $94,558,421 
Specie..... ... 9,832,483 10,560,400 
Deposits.......... 60,226,582 61,975,675 
Oirculation........ 9,187,555 8,209,830 


The Erie Railroad Company have declared a 
dividend, from 6 months earnings of the road, of 
34g per cent., payable April 1st. The Treasurer 
of this company has resigned and his place has 

‘been filled by Daniel Drew, Esq. 





Memphis and Ohio Ratlroad, 

This has been familiarly known as the Memphis 
and Louisville Railroad ; or by the charter, as the 
Nashville and Memphis Railroad. The charter 
has been amended, and it is now called the 
“Memphis and Ohio Railroad.” It has State aid 
to Paris, 125 miles from Memphis. Paris is the 
point of intersection for the Louisville Air Line 
Road, and for the roads leading from Big Sandy, 
Lexington, Bowlinggreen, Clarksville, etc. 

The main line from Memphis to Paris, therefore 
may soon have two very important feeders, one 
from the eastern cities, of the shortest and most 
direct route; the other from the Ohio valley and 
the lakes, direct. Sixty miles will be let to plan- 
ters this spring, as they are resolved to prepare 
the road for the iron, themselves. 

The line from’ Memphis to Paris passes 
through a very rich agricultural region, and the 
taxable wealth in 1853 was $40,000,000. 


alpine Ol atte caapemr vend 








NAME OF COMPANY. 
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Atlantic and St. Lawrence. .. 
gin and Kennebec.. 


Kennebec and Portland...... 
Port., Saco and Portsmouth... 


Concord 


Northern 


York and Cumberland, 
Boston, Concord and Montreal. N. i. 


Cheshire ..... 


seen ee 


eee eeee eee ee 


Manchester and Lawrence... . 


Sullivan.. 
Rutland 


eeeeee 


Nashua and Lowell..... .... ‘ 
Portsmouth and Concord.. 


Connecticut and ‘Passumpsic. . 


Vermont Central............ 


Fitchburg 


Vermont and Canada........ 
Western Vermont........%.. 
Vermont Valley 
Boston and Lowell 
*| Boston and Maine 


seen eeee teee 


eee eens ee 


Boston and Providence 
Boston and Worcester...... 

Cape Cod branch........... 
Connecticut River 
Eastern...... 


ee eee eeseee eee 


sees ce ee eee ee eee 


eee tees teers 


New Bedford and Taunton... 
Norfolk County .... .... see. . 


Old Colony 
Taunton Branch 
Vermont and Massachusetts... 
Worcester and Nashua....... 


Western 


Canal 


Stonington .... 
Providence and Worcester... 


sees eee eee ee eee 


eee ee ee ee ee ee eee eee 


Hartford and New Haven.... 
Housatonic 


sees eee ee ee ec eeee 


eee eeee eeee ee 


Hartford, Prov. and Fishkill. . 
New London, Wil. and Palmer 
New York and New Haven... 


on ee ee er Dee ee 
New London and New Haven. 
Norwich and Worcester...... 
Buffalo and New York City.. 
Buffalo, Corning and N. York. 
Buffalo and State Line....... 
Canandaigua and Niagara F.. 
Canandaigua and Elmira..... 
Cayuga and Susquehanna.... 
Erie, (New York and Erie)... 
Hudson River .... 0.2. sse0ee 
i. See 

ro | ay ee eee 
New York Central ......... 
Ogdensburgh (Northern)..... 
Oswego and Syracuse........ 
Plattsburg and Montreal.... 
Rensselaer and Saratoga.... 
Rutland and Washington..... 
Saratoga and Washington.... 
Troy and Rutland........... 
Troy and Boston............ 
Watertown and Rome....... 
Camden and Amboy......... 
Morris and were. ¢ re 
New Jersey.. nina deae 
New Jersey Central... .... ‘ 
Cumberland Valley......... é 
Erie and North East... 


ee es Lancaster... 
hiladelphia 
Philad., en oe 





Maine. 
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82| 3,016,634|.... .....|- woes] 828, 782 163,075 5 | 59 
BE FIT BE inc. wicus Iiece.s napclcascceccdibas tau 6 | 91 
15} 600,000) none. 651,214| 132,545] 51,513 8 {109 
Me Shi Seu Tosser eee 1,400,000 cee cooepeces 6e00 NONE) «+++ 
OT sino sane] 908 .ee.|  673,600].. wes eee {One| 21 
61] 1,097,600} 550,000) 1,745,616).... ....)-e++ ees none} 26 
120} 2,486,000| 2,429,100| 5,577,467| 495,397) 266,589 none 94 
117| 8,500,000} 3,500,000/12,000,000}.... 0... |s++-seee| eres 13 
47) 1,500,000)......... 1,500,000|Leased to|the Vt. Cient. 924 
51| 392,000} 700,000)......... |Recently jopened. jnone}.... 
DA) cou cane] t00¥s cseletueesehales na cemeeeae caee none}... 
28] 1,880,000)......... 1,995,249} 388,108} 130,881) 7 91 
83| 4,076,974| 150,000) 4,092,927| 659,001) 838,215, 7 1024 
53] 8,160,390| 390,000) 3,546,214) 469,656) 227,484) 6 84 
69| 4,500,000; 425,000] 4,845,967) 758,819| 331,296) 7 1003 
28} 421,295] 171,800) 683,906} 60,748) 80,056, 2 40 
52) 1,591,100! 198,600} 1,801,946] 229,004) 72,028) 5 55 
75| 2,850,000; 500,000} 3,120,891] 488,798} 241,017) 7 88 
42| 1,050,000] none. | 1,050,000| 229,445]. 99,589 8 | 99 
66| 3,540,000] 112,305] 8,623,073| 574,574] 282,787) 6 | 90 
20; 500,000) none. 620,475] 164,230| 48,950, 7 {117 
26| 647,015] 819,748] 1,245,927] 67,251) _28,415)none 68 
45| 1,964,070] 282,300) 2,298,584) 874,897) 122,816none 994 
12 50,000) none. 307,186| 137,406} 24,399 8 eee 
77\ 2,140,536) 1,001,500) 3,203,333) 218,679 18,648 none| 224 
45| 1,134,000} 171,210 1,321, '945| 162,109| 66, 4 | 59 
155} 5,150,000) 5,319,520 9,953 75911,525, 224| 746,736 7 | 97 
eee 467,700|......... "240, 672 110,892|....| 71 
40} 1,457,500, 300,000) 1,791,999 291,417 120,892] 6 | 69 
45| 922,500} 500,000) -1,400,000).... ....|--+- +... 4 | 65 
72| 2,350,000} 800,000) 3,150,000] 689,529} 294,269)10 129 
eS Perey 2,500,000} 829,041) 168,902)none}---- 
aj RE re es In progres} 69,629)......-- none} «+--+ 
66} 558,861) 800,000) 1,511,111) 114,410)........|. ... |. 89 
61| 8,000,000} 1,641,000) 4,978,487| 806,713) 428,173) 7 1004 
62} 926,000} 440,000)..... 2...) eee cneeleoee oes 8 jess. 
55| 750,500} 650,000 1,380,610 Recently opened. |none| 40 
54| 2,121,110} 701,600 2'596,488 267,561). 116,965, 4 | 58 
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65 1,500,000|....... 4,82 827,49 °|1,888,385 478,418}10 (148 
45} 4,022;420/ 128,000 1,220,825 149,941 79,252 7 |... 
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Compiled from eisai delapagatinninnd exty avn Sale a par valuation of $100. 
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P Ivania Central.... .... Penn.|250| 9,768,155) 5,000,000|13,600,000|1,943,827| 617,625)....| 97 
elphia and Trenton... we . - CA ci vie LSmay CORE seen. 0ces Lathe aeeebeeneenen Kas ions 
Iwania Coal €o....... “ | 47) «o+ oes ae ob ealiesss cckelecks scgkewuseaas “i 
Balthnore and Obio bea pune's . Md, |381 13,118,902| 5,677 ,103/22,254,338|2,088,420} 798,193| 7 | 58 
Washington branch..... ...- «| 88) 1,660,000). ........ 1,650,000; 348,622 216,237 8): tee 
Baltimore and Susquehanna. . CLT BT] secs séceletence « sceleccecceee| 418,673) 152,536)....| -. 
Alexandria and a ceed Va. bos eed BkOC he Hes tdgnns » A Pee a RPT «Ps: ena bade 
Manassas Ga coins Su PBT cede cccele cece coos TD PTOg. |... voee[eeee voce oceelece 
Nae... wee. “ | 64) 769,000) 178,867) 1,163,928] 227,593} 72,370) 7 | 77 
Richmond and Danville . wen “ | 78! 1,872,824) 200,000|In prog. |........) ++. -e-- -.-| 70 
Richmond and Petersburgh... “ | 22) 686,000)......... 1,100,000} 122,861) 74,113 none 40 
Rich., Fred. and Potomac.... ‘“ | 76} 1,000,000) 503,006) 1,531,238 254,376 113,256; 7 {100 
South Side.... 2... .... sees: « | 62! 1,857,778] 640,000| 2,106,467| 62,762|........ in, 
Virginia Central..........+- “ 1107] 1,678,684) 469,150) 2,392,215; 210,052; 99,077| 10 | 50 
Vi and Tennessee...... « | 78] 2,650,091) 707,958] 3,545,256] 109,268) 42,736;none} 98 
Winchester and Potomac..... « | 32) 180,000} 120,000) 416,532) 89,776)........ 12 ‘ 
Wilmington and Raleigh..... N .C.|161| 1,838,878) 1,134,698) 2,965,574 510, 038} 153,898) 6 ’ 
Charlotte and South Carolina. Wi eee PO (eee Perens errrar vate 
Greenville and Columbia.. * 1140) 1,004,231) 300,000|In prog. |.... ..0-j sees cee loses leeee 
South Carolina............. 1249] 8,858,840 3,000,000) 7,002,396|1,000,717| 609,711) 7 {125 
Wilmington and Manchester. “ |...) ...- sss.|see+ sees In prog. |.... cceelecee ooes basshescs 
Georgia: Central bes Wes esas a. |191| 8,500,000} 418,187) 3,465,879) 986,074; 535,608 8 115 
Georgia .... wescesee “ [211) 4,000,000 BANS, ce no.ee 934,424) 456,468) 744}... 
Macon and Western... .... . “ $101) 1,013,088) 163,000) 1,277, 334 278,739) 149,960; 9 {101 
Muscogee ..... 0... sees ceees ib FE diesen ihdes acces ; In. prog. 59,590} 21,781)....|.... 
South Western.............. * | 60} 686,887) 150,000) 748,525) 129,395) 71,535) 8 
Alabama and Tennessee River Ala. eee ee «[Im prog. [.see cece | cece cone leone |eeee 
Memphis and ager eeets 93} 776,259) 400,000|In prog. [.... cece levee coos |enee lees 
Mobile and Ohio....:s...... <6) BB) > SIO, BES 000 cceee Im prog. |..-- coce|eoee eves ls ath 
Montgomery and West Point. “ | 88 688,611).......°. 1,330,960) 173,542) 76,079) 8 
Bonthern.... 0.0 cece cove cee PRI, GO: cn ds no cn le ccss becdpetes «cies Jooce eave] cacy woes [tees 
East Tennessee and Georgia..Tenn,| 80; 835,000) 541,000|In prog. |.... ..-.|.+-+ ses. slope és 
Nashville and Chattanooga... ‘“ /125) 2,093,814) 850,000\In prog. |.... ....|see+ sees ‘saode ar 
Covington and Lexington.... K 88} 1,480,150) 900,000)In prog. |.... ...-|+ee- eee oo 63 
Frankfort and Lexington..... 4 BO. - 867,218} oo... cece 584,902) 87,421) 44,250)....| 80 
Louisville and Frankfort... * | GB) cece cecnfecce s ceccf ccc s cece feces cosslocce cove aad bee 
Maysville and Lexington..... FL a] cece tecclecces wee In prog. | .... seee| ceed coed feos 45 
Cleveland and Pitisburgh.... Ohio.|100; 1,979,100) 1,142,200) 3,279,908) 432,682} 267,278/ 10 | 91 
Cleveland and Toledo....... $1347) SOOO OCD) 1,600,000) ... cece |occe coc heotciceas |.--+| 99% 
Cleveland, and Erie........ 5 ES coccanncnes I badmamderebiotdds caanlenee cede hentheinia Jeceele -*e 
Cleveland and Columbus..... 1135) 8,027,000} 408,200) 3,655,000) 777,793; 483,454/12 /121 
Columbus, PiquaandIndiana. “ | 46) .... ..--|..0.. eee F,000,000) .... cecc}ooce voce lee] 65 
Columbus and Lake Erie..... OL TOE. Gacs ‘ven c GUC eS a wees. 8 le 6 vac chdf vdks whee |eece] serie 
Cincinnati., Ham. and Dayton “ | 60) 2,100,000) 500,000) 2.659 653) $21,793} 200,967|....)1024 
Cincinnati and Marietta..... etedid (OF bk et ee ee In BTR. boson sees ever cave levee 62 
Dayton and Western......... “| 40} 310,000) 550,000} 925,000/Recently |opened 75 
Dayton and Michigan..... wie kk MTT Ted eke ae Bees eee ie leweeless . 
Eaton and Hamilton......... PiU cone sanclastedtqecPOhuibcus HeeesecEs Pama jeeee| 56 
Greenville and Miami........ “| 81) ..0. esse |e cee cone |eeee ceeeeleeee seen] eee tees |eeee|e 
Hillsboro .... 1... eee eeee ee ies eet eed Pete Im prog. [cece coce| ctor secs len colece 
Little Miami. . ... “> | 84) 2,668,402) 482,000) 3,169,733; 667,559) 352,133) 10 |1094 
Mansfield and ‘Sandusky .. veeee “ |...) 900,000} 1,000,000) 1,855,000).... ....)..-. wees leeee See 
Mad River and Lake Erie... “ (167 ethene Hs 1 167 000 4,110,148! 540,518} 113,401|....| 774 
Ohio Central . : © TOR ivpssrgees |e . Pee Map se es ee 79 
Ohio and Mississippi... Lens Gane Wrilecs| pose coccladessiness BO Maeda Ma aia einlad |rsee|er 
Ohio and Pennsylvania...... ** |187| 1,750,700) 2,450,000) ........ |Recently opened. : ay 
Ohio and Indiana.. ¢ - cal dans eG ec$idus haves MMOS, [ncs cepilcadticnte [ove 
Scioto and Hocking "Valley... “« | 44) 750,000} 300,000 - (Recentlyjopened. |....|.... 
Xenia and Columbus........ i 54| 1,291,000} 300,000) 1,257,714| 317,000; 158,500) 10 107 
Descente cee Tieets » Ind. | 81) 6... .20.|- seen vee In prog. | 287,506].... ....|.seeeoes 
Indiana Central . ; Oe eee tt" [oeme caseleces cvvele eee] 174 
Indiana Northern .. © BBE cece epee]. cece eves 0 Teweq cope eeeenha ta coal eoee 
Indianapolis and Bellefontaine O ON vaced ages}. seas Stes - Recently opened. |....| 87 
Indianopolis and Cincinnati.. “ 90 1,128,486) 1,289,000) 1,869,932 Recently opened. |....| 76 
Lafayette and Indiana 4,540 Bus. Gees] Sevaawieh fivevice vas | ctl baat opened. |....|... 
Madison, Indianapolis & Peru “ 138 2,647,700) 1,241,300 a 516,414) 268,075; 10 | 70 
Peru and Indianapolis....... “| 40| ve. cee. |. sees sees {IM prog. |.... ces.|ccee ceae les .»| 65 
Terre Haute and Niestencha “| 72) ~ 682,387; 663,100 1 Boat 019 105,944; 71,446) 4 /108 
ee ee BM Borel Fete cote |cint dese lebhedees aE eve: evwel ees Coke Swe he seb 
Chicago and a ey 1185} 2,400,000] 4,000,000] 4,600,000)... 22.2] 20.2... /... ‘ 
Illinois Central.. Whi et ME Riel A: daeisewel | tecteulia apse weet ba of wien od sen fovietes 
Galena and Chicago. || 92) 1,982;361| 500,000'In prog. | 478,548) 286,152)....|118 
Michigan Southern and ind. N. Mich. 815] 2,800,000) 3,741,564! 7,276,616,1,200,922| 686,929 17 /118 
a Central... s..06.. oy 4,856,700} 3,977,568 8,618, ‘506 1 "145,598 582, 816} 8 {1064 
acific.... Sees sees sees seees Mo. 388 1,000,000: none, progres! Recently opened. osve | ecce 
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Consolidation of the Cincianats and ‘Mari- 
etta and Cincinnati and Hillsboro Roads. 


The contract of union between these roads has. 
been entered into by both Boards of Directors, 
and ratified on the part of the stockholders of both 
companies by a neafly unanimous vote, It pro- 
vides for the construction of two first class roads 
between Blanchester, in Clinton County, and some 
point, yet to be determined, between Athens, in 
Athens County, and Jackson, in Jackson County. 
The Marietta Company take $250,000 of the stock 


- jof the Hillsboro Company, and guarantse the 


construction of the Eastern connection with the 
North Western Virginia road, upon such route as 
may be agreed by both Beards of Directors. Thus 


- |the construction of the entire line between Love- 
* | land, on the line of the Little Miami road, and the 


Ohio river at Parkersburg, is secured. 
The two roads are to be run as one interest, the 
working expenses of both being paid out of the 


+ |gross earnings of both companies; the construc- 


tion accounts to be kept separate as before. Equal 


. |per cent. dividends on both stocks are to be de- 
. |clared out of the sum of the net earnings of both 


roads. 

From February Ist, 1854, the stock of both 
companics will bear an interest of 8 per cent., pay- 
able in stock, until both companics shall decide to 


- |pay cash dividends. 


All financial resources of each company, except 
those derived from working the road, are to be 
applied to the construction and completion of 
their respective lines. 

The consolidation of the above companies, pro- 
viding for one road through Southern Ohio, must 
have a most favorable effect upon the value of 
their securities. 





Gauge question settled. 

We learn that the contested question of change 
of gauge, of the Indianapolis and Bellefontaine 
Railroad, upon which the Columbus, Piqua, 
and Indiana Company had obtained an injunction 
in the Circuit Court of the United States for the 
district of Indiana, has been amically arranged 
by the Companies interested, and the gauge of the 
Indianapolis and Bellefontaine road, is now being 
extended to Indianapolis on the 4 feet 10 inch, 
Ohio gauge. This completes the through line from 


... |Claveland to Indianapolis 280 miles, on the same 
--. |gauge, and as the Evansville, Indianapolis and 


Cleveland straight line, is to be built on the Ohio 
gauge, the line will, no doubt, be extended by an 
arrangement between the Companies to Evansville, 


.. |making a continuous line of the same gauge, 
--- |avoiding reshipments, of 430 miles, connecting 
- |Lake Erie at Cleveland, with the Ohio River at. 


Evansville, through the Capital of the State of 
Indiana. 





Toledo and Illinois, Lake Erie, Wabash and 
Toledo Railroad. 
In another columa will be found the laté report 


- lof the above companies, (whose road will make’ 


one line,) which present in detail, their’ finandial’ 
condition, the state of work upon their line, the’ 
relations and business prospects of the road; ete.) 


-|etc. We have recently expressed a favorable 
;* |opinion of the business * capabilities of the route 


of the above road. We believe the result’ will 
fully justify the view contained in the report re 
ferred to. 











170 


ene mnepnei 


_ Position and Progress of &8t Louis, — 

Youth is ever progressive, but different pany 
tutions attain to different developments upon 
their ultimate maturity. The growth of communi- 
ties as wellfas of individuals, is limited by a natural 
and physica) constitution. The west enjoys a ra- 
pid and unceasing growth, because its resources 
are comparatively untouched, and it possesses all 

the elements and attributes of youth. The easthas 
attained an importantgrowth from a similar cause 
but its presont progress is more the inertia of mo- 
tion than that which overcomes the inertia of rest. 
The East has not the expansive capacity of the 
west, and mucheven of its present growth is the re- 
sult of its position as the manufacturer, forwarder 
and commission merchant of the West. But for 
this fact the advance of the East would be more 
nearly with the naéwral increase of population. 

The support of communities depending, chiefly 
on the abundance of natural production, and the 
cheapness of the labor necessary for its conversion, 
itis at once seen that the West contains the resour- 
ces necessary to the support of a vast population. 
Its territory is great in extent and most productive 
in its character. It supplies food, fuel, all the 
materials for building, and many of those which 
are the basis of important manufactures. In min- 
erals, the great elements of industry and wealth, the 
west is especially productive. The natural chan- 
nels.of communication are also in keeping with its 
character in other respects. In the East, where 
the country is broken, the rivers are short, and 
often obstructed by falls and rocks. The inter- 
vening ridges also interrupt communication, besides 
reducing the productive area. In the west, on the 
contrary, the rivers and lakes are of great extent 
and generally well adapted for navigation, while 
the intervening country is available throughout for 
productive purposes. 

In few parts of the West are the elements of 
agricultural, animal, and mineral wealth better 
combined, and in no place better accommodated 
with natural channels of reception and distribution, 
than at St. Louis. Besides the resources abundant 
in its immediate vicinity, it commands by a cheap 
navigation, all those of the Upper Mississippi, 
Missouri, and Illinois rivers, near the common 

junction of which it is situated, while the Lower 
Mississippi forms a common outlet for all of its 
trade seeking a southern channel. These natural 
routes have established St. Louis and have already 
given it a population of over 100,000 inhabitants, 
and a valuation of real estate alone of over forty 
millions of dollars. They have employed a ton- 
nage, belonging to St. Louis, which now amounts 
to 87,000 tons. The imports for the present year 
will amount to $1,000,000, while the materials of 
the commerce of the city for the year just past, 
were valued at $100,000,000. 

It is not, however, the amount of the population 
and wealth of St. Louis, which engages our atten. 
tion, but the rapidity of its increase. The history 
of the place is most recent, Iu 1840 the popula- 
tion was little more than 16,000, since which peri- 
od it has increased to more than siz times that 
amount. The population and valuation of the city 
have doubled since 1848, 

The elements of the future growth of the trade 
of St. Louis, are the productive capacity of the 
tributary country, most of which is comparatively 
unopened and unsettled, and in the additional 


ee 








roaDs. The productive capacity of the adjoining 
and tributary country could not be estimated with 
any reference to its results on the growth of St. 
Louis, but it may be said to exceed that of any 
other portion of the West in extent and variety. 
Most of the productions of this section of country 
also serve as the basis of the most important 
manufactures. Nearly half a million barrels of 
flour are already manufactured annually in St. 
Louis, while its lumber, sugar, starch, soap, beer, 
and wooden ware factories have established a bu- 
siness of great extent, and such as must increase 
beyond all calculation. 

The principal manufactures of St. Louis must 
soon, however, be those of the minerals at her 
command. - Her mineral resources are unsurpassed 
in the world, for extent and purity. Within eighty 
miles of the city, the Iron Mountain and Pilot Knob 
contain over 400 millions of tons of iron, above 
the general surface of the plain in which they are 
situated. For ductility and cohesion, this iron is 
of extraordinary quality, while its deposits are of 
singular purity. The coal, necessary for its con- 
rversion, is also near at hand, in unlimited quanti- 
ties. The manufacture of iron has already com- 
menced at St. Louis, one mill turning out about 
6,000 tons of bar and sheet iron, chairs and spikes, 
per annum. In view of the demand for railroad 
iron, it is evident that this manufacture is destined 
‘to be increased to an extent surpassed by no other 
city in the Union. Engines and boilers, locomo- 
tives, mills, machinery of most kinds, stoves and 
hardware, are already manufactured at St. Louis 
in large quantities.‘ One establishment alone, is 
expected to turn out 30,000 stoves during the 
present year. 

Manufactures of-lead, to which mineral St. 
Louis has extremely good access, have been com- 
menced on a large scale, and large quantities, 
(nearly ten millions of pounds,) of bar and sheet 
lead, lead pipe, and shot are annually produced. 

With all of these elements of wealth, and a po- 
sition, the value of which is indicated in the 
growth of the city up to this time, what doubt 
can there be that long and numerous lines of rail- 
roads will sustain themselves in carrying and -giv- 
ing direction to the trade of St. Louis? Important 
lines are already opened, or in progress, to the 
East and North-East, while forty miles of the 
Pacific road are also in‘operation toward the West- 
ern boundary of the State. But none of these 
have been enabled, in so short a time, to influence 
the trade of the city to the extent that another 
year will show. The present wants of the city in 
the respect of railroad accommodations, are prin- 
cipally those projected within the State of Missou- 
ri. The great need of these is in the control they 
would give over the selection of the Pacific route 
and especially in the development of the resour- 
ces of the State, the best part of which must re- 
main, if without them, practically inaccessible: 
The ore from the Iron Mountain can be brought 
by railroad to St. Louis, as cheap as coal can be 
transported on the Reading Railroad, or at about 
one dollar per ton. Without the railroad, this 
mineral would not allow St. Louis to compete suc- 
cessfully with other points in the manufacture of 
iron, while with it, the door is open for her certain 
success in this important branch of business. 

As St. Louis, by her position, commands all of 








means of communication to be afforded by Ran-| the tr 








2 ofvher own State, as well as OF portline 
of adjoining States, she has every inducement to 
extend her railroads to make that position availa- 
ble. The safety of capital invested in such works, 
or of securities which their construction will 
create, will be based upon the general considera- 
tions which have been given of the business to be 
developed and carried to St. Louis. 





Freight Tariff of the Baltimore and ‘Ohio 
Rallroad, 

‘For comparison with the freight tariff of the 
Erie Railroad, published in our last number, we 
subjoin the freight charges upon the Baltimore 
and Ohio road, as adopted since October 1st, 
1853. 

Rates between Baltimore and the principal 
freight stations, per 100 Ibs. : 

First class. Second class. Third class. Fourth class. 


sy *m 4 @ TR =z @ 
PE FE FE EE 
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Ellicott’s Mills, 15 miles. 
6 4 4 8 38 38 3 
Frederick, 62 miles. 
24 20 19 15 15 13 12 10 
Harper’s Ferry, 82 miles. 
81 25 23 18 19 15 16 13 
Martinsburg, 101 miles, 
387 28 28 21 22 18 19 15 
Cumberland, 179 miles. 
50 35 35 25 82 23 30 20 
Piedmont, = — 
55 «40 40 29 26 83 28 


Independence, 267 miles. 
(The 60 miles between this and Piedmont is 


mostly on 116 feet grades.) 
77 62 62 49 53 48 44 34 
Fetterman, 282 miles. 
81 66 66. 52 56 46 46 36 
Wheeling, 380 miles. 
90 75 75 60 65 50 50 40 


Rates between Wheeling and the principal sta- 
tions, per 100 Ibs. : 
First class. Second class. Third class. Fourth class. 
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Fetterman, 98 miles. 
386 28 27 «21 23 18 19 14 
Independence, 113 miles. 
89 30 80 22 26 19 15 


21 
Piedmont, 173 miles. ' 
(The 60 miles between this and Independence is 
mostly on 116 feet grades.) 


51 42 42 34 85 29 28 28 
Cumberland, 201 miles. 
56 47 47 37 89 31 81 25 
Baltimore, 380 miles. 
90 75 75 60 65 50 50: 40 


In comparing these charges with those of the 
Erie road, it must be remembered that the gene- 
ral provisions of the tariff of the Baltimore road 
are more liberal than those of the Erié. 

By the Erie tariff unenumerated articles are 
taken at first class rates. By-the Baltimore tariff, 
they are taken at the rates of — or like 
articles. 


By the Erie tariff, articles taken at fourth class © ° 


rates must be in lots of ten tons or more, and will 
then be carried only at the company’s convenience. 
By the Baltimore tariff articles taken: at fourth 
class rates need not exceed 500 Ibs., and no reser 
vation is made for the convenience ‘of the i af 
ration. 
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"But in the classification of freight, particularly, 
there is a wide difference in the two tariffs, one 
which is generally in favor of the shipper by the 
Baltimore route. The classification of several ar- 
ticles is given below: 


‘ Erie Balt. 

class. class. 

Brooms and Broom corn...... 0+. ee052 1 
Beeswax, Books, through............5 1 2 
Bagging iu bales or rolls.............. 2 3 
Binders boards and butter.. Seles ood 3 
Beef salted, in casks, going west. 8 4 
ean ..5.....8 4 

Bones and Bone Dust............ 0440.8 4 
Brimstone opis. cose cos idee cede deedee 2 4 
CO BOM sisi Fi 6s s8 Mick cece Ve tdtvel 2 
Cod fish in casks. 0... cc. cece sede cose 1 4 
Cordage, through.... ......... see. ivte2 38 
Coffeo, through .... .....seee vee cones 2 4 
Cider, in casks. ‘ .8 4 
Charcoal, (through on Erie Railroad ). 3 4 
Dry Goods, in bales.. ery | 2 
Dye Woods, chopped o or giound.. eiakle Pee’ 2 3 
Dye Woods, IN:BUCKS 08 da i Meee ed 3 4 
Eggs, owners’ risk... ..s+sses seve cece 2 1 
Firh salted, in casks.... .... cee. eee. 0.2 4 
Flax seed, through... ee ee 4 
Glass ware, in boxes, through. . ave k 2 
355 window, over 1220 Me divedere vee 1 3 

- So CUNOR TAR 5 vs Fide. 5. 2 3 
Gunny BOG WO sins Seip sie Ge c8%s 2 3 
** in bales, through........ 2 4 
ORG, COG sis o dinin cn cvidsish ierseied's' 2 1 
"§ CUPONBR D0) ces ete ef 8 2 
Hollow-ware castingS......... see. wese. 1 2 
MOOG ise iss sss ead. desk eUeiviee ss] 2 
By RE leis. . nis dais o hSETE WO hss 2 4 
Hemp, in bales, through............... 2 4 


Hides cairied at uniform rates, throughout the 
year, on the Baltimore road. , 

Iron in heavy lots, on Erie road at 1.7 cts. sum- 
mer, and 1,87 cts. winter, per ton per mile. Spe- 
cial rates on Baltimore and Ohio road to carry 
pigs and blooms 878 miles for $5 00 per ton, and 
177 miles for $2 50 per ton, equal to 114 cts. per 
ton per mile, over 50 miles of 82 and 116 feet 
grades, against 15 miles of 68 feet grades on the 
Erie. 


Erie Balt. 

class. class. 

Live stock, less than car load.. gveend 2 
Machinery, boxed, owners’ risk .. edeed 2 
RS re ae er ee 4 
BRGIBIDOE. 05.55, c.05 esc) sénsinens:Saskieses 3 a 
Nails and spikes, less than car load. .... 3 2 
ee 3 4 
gett nitnne6d. 6 tins ckeect en 3 
Oil in casks, through...-..... .... 2.2 38 
Oysters, in shell.... .o0e se veee veee veeed 4 
Palm Leaf, in bales.... ..... see eee eel 2 
Ploughs and Cultivators...............1 2&8 
Rags, through.... ..+-..s0- Coces cdeniee 4 
TING, TAGs i:0% oc0c. co dv.cd ee cues canoe 1 
ES eC eT eer area 1 
Shot, through .... ..0. wees sees coos cece 3 2 
Salt and Saltpetre, way... . ery 2 
My through.. ae 4 

Scales and Scale beams, boxed. Persie 2 
Spices.... eeee eee ereee ee «eee e888 weed abe 2 
eee eer Ee sivinesavine chr thar 8 
Boap, except fancy .... .... sees eeee eB 3 
Sugar, unrefined. eeminenar or menve.niho 4 
Teas, through.... caged vewn ees cones och 2 
Titi plate oss voce voce voce voce vevece ced 4 
Turpentine, spirits... . ede. bwen doecqoasd 4 
eeee eee Cee es Ce ee ee ee eee bee 2 
i sees eee Fee eee Fees ee ee ee eee 4 


In the case of articles carried by estimated 
weights, the estimation by the Baltimore tariff is 
generally more liberal towards the shipper. The 
following is the comparison of estimated weights 
where apy difference exists. 





Beef and Pork, Ibs. per bbl... .... 320 
Sheep Ibs. each. . 
Lambs , 


eee 100 


Potatoes, Ibs. ‘per bushel. pointe 56 
Rye amd Corm.,, . » . <ovcecedds 52 
Barley lbs. _,, Sie nseuyld 45 
Charcoal, lbs. per cubic foot. .. 98 224 
Dry firewood, posts and rails Ths. 

per cord........ <o sxveriat 000 8,500 
Seasoned Pine and Hemlock 

Boards, Planks and eens ; 

Ibs. per om. ft. B. M.... uty 2,250 
Unseasoned do,........ 2 750 2,500 
Pianos Ibs. each......... act’l.wt. 
Single horse or horned animal.. me “a 000 act’l.wt. 
Two horses or horned animals....3 500 pil 96 
Three... ,,)° e 2+ 5,000 ei iad 


The through freights upon the Baltimore and 
Ohio road per ton of 2,000 Ibs. per mile are as 
follows. 


Winter rates. First class.... ..00 0. sees oeee 4.74 
Second ,, . 8.95 
Phisd: ::)j, secdiveds teecuseve Ges 
Fourth ,, ‘ oe eR O4 
Summer rates. First _ ,, oe 0 OO 
Second ,, * ereet 
Third ,, ... 2,64 
Bourth: 55: . i dsce ceed sccw sve 211 


There is another fact of importance in compar- 
ing the tariffs of the two roads. In 1853 over 
50,000,000 tons of coal were moved one mile on 
tbe Baltimore and Ohio road, most of which was 
carried 180 miles, from Cumberland to Baltimore, 
for $2 25 per ton, or 144 cents per ton per mile, 
over 82 feet grades, the cars reterning empty. The 
whole movement of tonnage for the year, includ- 
ing coal, was about 80,000,000 tons one mile. 

Movement of Tonnage Trains West. 


Baltimore....lea. miles. 4.30 a.m. Monday. 
Martinsburg..arr. 101 6.15 p.m. 

aa .- lea. 6.00 a.m. Tuesday. 
Piedmont....arr. 207 5.40 p.m. 
pe cy 7.15 
Wheeling ....arr. 880 5.10 


Eastward. 
Wheeling ....lea. miles. 5.00 a.m. Monday. 
Piedmont .... arr. 3.25 a.m. Tuesday. 
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i oes la. 5.00 a.m. 

Martinsburg..arr. 279 6.10 p.m. 2 

ss .. lea. 5.00 a.m.Wednesday. 

Baltimore....arr. 3880 3.40 p.m. i 

The stock trains leave Baltimore at 4.30 a.m. 
(Monday) and arrive at Wheeling at 7.10 4.m. 
(Wednesday). Returning leave Wheeling 6.00 P.m 
(Monday) and arrive at Baltimore at 1.00 p.m. 
(Wednesday). 

Coal trains run between Baltimore and Pied- 
mont, 207 miles, as follows. Run through, 
in going East, in 25 hours and 10 minutes, 
westward in 24 hours, 5 minutes; leaving Balti- 
more-every week-day at 4.10 pm., and Piedmont 
at 5 a.m. 


” 


; : Wednesday. 


” 





A Request. 

We shall take pleasure in receiving from any 
and all railroad companies, throughout the coun- 
try, copies of their freight and passenger tariffs, 
special rates, time tables (the latter such as are 
printed for enginemen), profiles of their roads, 
and any general information touching their sys- 
tem: of working, physical or local characteristics, 
etc. We intend that the Jowrnal shall faithfully 
represent the progress of improvements in rail- 


roads; quite as well in their practical operation 
as in their financial ent. Our course in 
these particulars, thus far, has received the ap- 
probation of the ablest and oldest managers and 


sngineen, in, he Sey 
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Sry Ramroans. 

By the late final decision of our Superior Conrt 
upon this subject, in the cases of Davis. and, others 
and of Sharp and others against the Mayor q-c.. of 
New York,—it is probable that the projectors of 
city railroads will hereafter be wholly deterred 
from seeking the sanction of the Common Council 
but will resort solely to the Legislature .of the 
State, for the authority which their undertakings 
require, : 

The opinion of the Court was an able one, and 
was delivered by Judge Oakley. 

The following are the principal points which it 
involves. 

1st. The Common Council has no authority ex- 
cept such as is expressly given or suchas is ne- 
cessarily implied to enable it to discharge duties 
enjoined or to exercise powers expressly confer- 
red. And this cannot be claimed for the authori- 
ty exercised in the case under consideration. 

2d. The Common Council have in regard to the 
proposed Broadway Railroad granted privileges 
which may be perpetual. é 

8d. The grant which has been made by the 
Common Council to the parties proposing to build 
the railroad in question, in effect, are contracts, 
and if valid, must not be violated. But if sus- 
tained, they will impair the legislative authority 
which has been conferred upon the Common Coun- 
cil in regard to streets. 

4th. The grant in question confers an exclusive 
privilege which may be perpetual. 

5th. It absolves from the obligation and frees 
from the penalty of the law in respect to turning 
towards the right side of the road. 

6th. It confers peculiar rights and exempts 
from legal consequences in case of the death of 
either of the grantees. 

7th. It authorizes the grantees to become in- 
corporated under the general Railroad Law afler 
their proposed road is constructed, whereas the 
said Law only provides for such incorporation, be- 
fore the construction of a road. 

8th. It regulates the sweeping of Broadway, 
which is by the Charter otherwise provided for, 

The injunction is therefore made perpetual. 
CaUTION, HOW PAR REQUIRED oF RaiLRoaD Com- 

PANIES, 

The views of Mr. Justice Woodward upon this 
subject were stated in his late charge in the jury 
at Nisi Prius in Philadelphia in the case of Scott 
vs, the Ohio and Pennsylvania Railroad Company. 

The judge said in substance that the contract 
between Railway Companies and passengers is to 
carry them safely to their several points of desti- 
nation, as devoted by the passage tickets furnished. 
The Companies are bound to furnish all appliances, 
suitable roads, cars, and agents and other appoint- 
ments. In case of an action for railroad injury 
sustained by a passenger it is only necessary, in 
the first instance for the injured party to show the 
»|damage he has sustained. When this is shown to 
the jury, the burthen of proof is,thrown upon the 
Company complained of to show that they are en- 
titled to be exonerated from blame.’ The’Com- 
pany must satisfy the jury that they have fully 
discharged their duty in every respect, so far. as 
human foresight could avail. But in practically 
applying this rule, the Courts will take into con- 








sideration the peculiar nature of the mode of con- 
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veyance to which it relates. A railroad company 
is not bound to forego the customary degree 
speed. They are bound to use all possible care 
at the customary rates of speed, for which their 
cars are suitable. The accident complained of 
must not be due to the negligence of the passen- 
ger, nor is the Company liable for inevitable ac- 
cident. 

In view of negligence on the part of the Com- 
pany it is not material whether their negligence be 
slight or gross. And they are equally responsible 
whether they are complained of as having done 
what they ought not to do, or as having omitted 
to do what they ought to have done. 

The defendants insisted that the accident in 
question was occasioned by the breaking of an 
axle of the truck of the middle car from some 
latent defect. The plaintiff contends that this 
breaking of the axle was a mere consequence of 
the accident, not the cause of it, and that it was 
in reality occasioned by the breaking of a flange 
of one of the wheels, or from the spreading of the 
rails of the road. 

After an examination of the testimony upon 
this subject the Judge remarked that the Compa- 
ny are liable upon their own theory. For they 
failed to show that they had made any attempt to 
discover whether or not any latent defect existed 
‘in the axle. 

In regard to damages, the Judge was of opinion 
that they would best discharge their duty to the 
public by discharging it faithfully towards the 
parties to the controversy. The damages should 
be compensatory not vindictive. 

The Jury rendered a verdict for $350 for plain- 
tiff. 

In connexion with the foregoing case we add that 
the suit of Newell vs. the Boston and Maine Rail- 
road Company has resulted in favor of defendants, 
upon the ground that the accident complained of 
was one which human foresight was inadequate to 
prevent. The disaster in question was that which 
proved fatal to the son of President Pierce. 

SUBSCRIPTION TO RAILROAD STOCK. 
On the 7th instant Hoffman, Justice of the Superior 
Court of this city, rendered the following decision : 


De Forest Manice agt. The Hudson River Rail- 
road Co.—The correct interpretation of the con- 
tract and engagements defendants set out in the 
complaint, with the act of the legislature refered 
to, will determine nearly every question raised 
upon the pleading. 

It is stated that, by the terms of subscription, it 
was agreed between the company and the sub- 
seribers to the stock, that application should be 
made to the legislature to authorize the issue of a 
limited number of shares of the capital stock of the 
said company, to be applied to the payment of in, 
terest on the instalment paidiu by the subscribers- 
on the capital stovk subscribed by them respecti- 
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in. operation. 

subscribed $7,500 and paid the last 
instalment prior to November 15, 1848. The last 
payment of interest. to him was on the 20th No- 
vember, 1848. 

The company issued stock to the amount of four 
per cent, on the capital, to meet this interest, and 
continued for some time to sell the same at a loss, 
and pay such interest subsequently, But on the 
20th of March, 1850, the directors resolved not to 
pay the interest any longer in cash, but in the stock 
of the company. 

This raised the main question in the cause, viz: 
whether the interest should be payable in cash or 
stock. I think that the act of the legislature may 
be used to assist the interpretation of the agree- 
ment between the stockholders and the company, 
and these, together with the terms of the contract, 
in the event of failure to obtain an act, satisfy me, 
that the true construction rendered it obligatory 
on the defendants to pay the interest in casb. The 
legislature permitted the issue of stock to enable 
them to effect it, but it is not a just conclusion 
from any of the proceedin,s, that the subscribers 
were compelable to accept stock in payment. 

It is not. stated whether the stock was to be 
transferred at par, or at its current value; but 
even if the latter was the case, I consider that the 
contract obliged the company to bear the expense 
and trouble of turning into money. 

The terms of the act were, that such interest 
should continue to be paid until the road should 
be completed and put in operation, and this is sta- 
ted to have been on the 29th of October, 1851. 
The claim of the plaintiffis for interest down to 
and including that falling due the 15th May, 1852. 

For the interest down to the 15th of November, 
1851, the company would be responsible, on the 
view taken disregarding the seventeen days from 
October 29th. , 

But I apprehend, that when the road was in op- 
eration, the common or partnership rights arose, and 
the subscribers had to look to profits ; whatsoever 
they might be, in lieu of interest ; but as the com- 
plaint rests. 





Street Railroads in New York. 

We copy from the New York Times, the follow- 
ing communication, addressed to J. O. Blunt Esq., 
Chairman of the Committee on Railroads, in the 
Board of Aldermen, upon the subject of railroads 
in the streets of New York. The article was 
written by a gentleman who has given th~ subject 
particular attention, and who, of all others, is 
qualified to do it justice. His style shows that he 
wields no ordinary pen, nor does he presume to 
talk, without having something to say. An easy, 
cheap, and rapid mode of transit from one part of 
the city to another, both for persons and property, 
is now the most important problem before our 
people, both in reference to their social and pecu- 
niary interests. New York has become the great 
city of the continent, for the reason that it is the 
easiest. of access of all, from the interior. One 
step, only, is wanting to confirm her supremacy : 


vely, until income should be realized from the| greater facilities than all, for the accommodation 


road; that such interest should be at the rate of 
seven per cent., and be allowed on all payments 
from the day they were made. 

The first payment was to begin on the 10th of 
November, 1847, and be made semi-annually there- 
after 


If no such law should be procured, then the in- 
terest was to be paid from the first clear earnings 
of the road, and no dividend was to be made until 


The act contemplated was passed on the 20th 
March, 1847, and empowered the company to issue 
as many shares of stock, of $100 each, and not ex- 
ceeding ten percent, of the capital, as might be 


to enable the company to provide fur 
and pay yaterest on the iustalments paid infor the 





of the business of the country, when it reaches 
tide water. I’o secure such, she has only to turn 
her natural advantages to account. The policy 
to be adopted as the basis of action, should be 
that which will reduce the cost of movement to 
the lowest figure, The standard should be that 
of absulute perfection. The expense of movement, 
and the cost of movement, should be made con- 
vertible terms. To depart from this, will inflict 
an absolute wreng, not only upon the public, but 
individuals. Every cent lost in transportation, is 
a direct:tax upon society. We sincerely hope to 
sec a wise, liberal, and correct. policy, take the 








place of the contracted and erroneous notions that 

have so long prevailed, and which have exerted 

such an unfavorable influence upon the prosperity 
of the city. 

To J. Orison Blunt, Esq., Chairman of the Com- 
mittee on Railroads in thexBoard of Aldermen. 
Sir: Your zeal in the duties of your committee, 

and the sort of difficulties you have already en- 

countered in ascertaining what ought to be done, 
and how to get it done, may incline you to consid- 
er some suggestions, which arose on reading that 
part of the Annual Message of his Honor, the 


4Mayor, which refers tn the topic pursued in this 


letter. The same suggestions, doubtless, were 
conveyed to other minds; and my only apology 
for repeating them is, that having taken pains to 
give them method and form, their importance 
seems greater than at first. If the publication of 
them shall serve to animate you in the arduous 
service of your office, or impress one citizen with 
a higher idea of the value of facilitated movement 
for persons and property, to and through our city, 
the end of this letter will be answered. 

It is an establisied fact, that movement on rails 
can be made more cheaply, more rapidly, and 
more pleasantly, than on a pavement. This fact 
is a new developement of the fundamental fact 
which caused our city to be the commercial cen- 
ter of this continent. Because experience proved 
that this island was the place to which there was 
the easiest and cheapest movement from every 
other place on earth, and for this reason alone, 
New York has become the center of American 
commerce. This fact being settled, there are 
some collateral circumstances which have favored 
us—a temperate and healthful climate, a large 
supply of pure water, and a natural facility for 
draining, have aided our growth; but those ad- 
vantages would have availed us nothing without 
the one advantage of the easiest and cheapest 
movement to every other place on earth, by land 
and water. For this reason alone all great trans- 
actions for this continent, wherever originated, are 
developed here. 

The magnitude of the subject before us, will 
become apparent when we observe carefully the 
extent and the cost of the daily movement of per- 
sons and property on this island. Four ci y rail- 
roads, none of which are complete in their length, 
or their power to serve the public, are receiving 
about one million dollars a year for fares. This is 
probably less than one-fifth of the actual cost in 
the-entire movement of persons and property of 
the city. And, if so, then the cost of movement 
exceeds the whole tax of the city. 

The movement: by horse power on rails may be 
fairly estimated to cost about one-fifth of the price 
of movement in the ordinary way. But the addi- 
tional economy of time and comfort have been 
most effectual in bringing the City cars into public 
favor. At all these points—the fare, the time, 
and the comfort—there is room for a large in- 
crease of economy. Small fares for short rides 
are already begun, and will soon become common. 
Cars of half the present weight would carry more 
passengers, if they had not to fight carts and om- 
nibuses. And the speed would be raised twenty 
per cent., if the whole movement were by cars. 

The field for economized movement of property 
on rails is even greater than for the movement of 
passengers. One proof is enough. It costs half 
as much to cart a barrel of flour from Thirty-first 
street to Barclay street as it does to bring it from 
Troy on rails. And it will soon be discovered 
that all the heavy movement of commerce may 
be made on tracks only two feet apart, on trucks 
elevated but a few inches, and the movement may 
run close to the curbstone, and may turn out into 
warehouses and wharves without unloading. But, 
up to this time, the movement of merchandize in 
our City is the most clumsy and costly of all our 
arrangements, and worse managed than in any 
other city north of the. slave line. Thus far of 
the movement on rails within the City. 

. The movement on rails foward our City is an- 





\otber branch of the whole business to be confided 
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ment. This branch derives: 
only from the increased of general 
mercial movement, wy ne a its on in A 
lar, the capacit: the City for greatness. 
press f like oy water, which has doubled 
the capacity of a lot of ground for the transaction 
of business, beside all the advantages of safety 
and comfort. 

The capacity of a city for depends 
considerably on the extent of the area around its 
centre for the pleasant and economical residence 
of its people, and on the area from which its daily 
and perishable food can be cheaply brought at all 
times of the year. Six railroads, three of which 
bring persons and property into the heart of the 
City, have increased, tenfold, the habitable area 
of our City, and, fiftyfold the area for cheap sup- 
plies of Winter food. These are large figures ; 
but, let it be observed, “that while the total value 
of wheat is expended in a cartage of one hundred 
and sixty miles, twenty per cent. of its value will 
carry it, on rails, a thousand miles.” Three quar- 
ters of our bread and meat have come from the 
far West during the last two months, on the Erie 
and the Hudson River Roads. 

Now, Sir, I ha dly need remind you, that these 
vast economies, in the conveyance of persons and 
and property, are just as true and direct contri- 
butions to human life and leisure, as if the same 
value were added by fresh contrivances for labor 
saving, in the tillage of the field or in the working 
of the loom or the anvil. But this truth of social 
economy does authorize me to remind you that 
the magnitude of the public interest now entrust- 
ed to your Committee, is probably greater than 
your modesty and your unnumbered avocations 
will allow you to conceive. Itis easy for us now 
to conceive what enlarged ideas of usefulness ani- 
mated Clinton, Eddy, Allen, and the still living 
projectors and originators of our canals, water- 
works and railroads; but the work of facilitating 
railroad movement into and through our City is 
scarnely a smaller public economy than any of 
thase great works. For, while it is not yet mani- 
fest to what extent this improved movement will 
go, itis certain that it is but just begun; and 
that new inventions for aiding the movement oc- 
cur in almost every monthly report of the Patent- 
Office. The suppression of noise, the consump- 
tion of smoke, and the easy control of the motion 
in small locomotives are known possibilities, and 
are likely to be soon exhibited in practice. But 
whether the locomotive, with its fivefold economy, 
shall drive the horse from the streets, as it has 
driven him from the country thoroughfares, it 
cannot be longer doubted that our streets will 
become one connected gridiron of rail tracks, at 
least in all the streets of considerable width. 

The whole subject of movement on rails into 
and through the City, lies in a crude, unorganized 
and anuoying state. Powerful companies are la- 
boring, each for itself, to accomplish its own ad- 
vantage, and to place themselves as far as possible 
beyond the control of the City Goverment. A pre- 
judice has been raised against these companies by 
the manner in which some of them got possession 
of the streets. And, whether the public now en- 
joys all the advantage it ought to receive from 
any of them, is gravely doubted by great unmbers. 
Local and private interests are liable to be injured 
at some points by these roads; and the pretence 
of such injury is often set up by those who 
would be sorry to see the tracks removed. 

How far the railroads shall finally enter into the 
City with locomotves, is a question of vital impor- 
tance to our commerce. This question ought to 
be settled while the City is yet in a forming state ; 
and while it is yet possible to provide for the 
trains of all these roads reaching the Battery in a 
way not to endanger human life or obstruct the 
ordinary course of business. A Committee on 
this subject was raised in the late Board of Alder- 
men ; but the time had not come for its action. If 
this end could be attained in connection with the 
widening of West-street, its value to the City 
would be immense, And the City and the com- 






panies 
it. 
Up to this time we have no railroad across the 








City at any point. When cross-roads begin to be 
made, then will arise the question of cooperation, 
transfer of passengers, and discrimination fares. 
But the new questions and the new interests which 
will arise are numberless; and in every one of 
them the City Government, in behalf ofthe public, 
is deeply concerned. 

A department charged with the oversight of this 
whole business, would accomplish many practical 
and economical ends: 

It would become a storehouse for all the accu- 
mulated and accumulating knowledge concerning 
the Railroad movement, which can be collected at 
home and abroad. 

It would furnish important statistics and sugges- 
tions to enlighten City legislation on the whole 
subject. 

It would insure the public against paying higher 
rates of fare than are required to give just remu 
neration to the owners of the roads. ; 

It would put an effectual check on the abuse of 
the corporate powers of the companies. 

And it would relieve the Common Council of 
the details with which its Committees are over- 
whelmed, while it would aid those Committees in 
reaching conclusions to guide their votes on all 
important questions. 

The cost of this department would be a cheap 
economy to the treasury, and might, with great 
propriety, be charged to the several companies. 

The man to be placed at the head of this depart- 
ment should be of the highest order of talents, ac- 
quirements and railroad experience. And such a 
man can be found. 

Ought not the recommendation of the Mayor on 
this subject, to be taken up and acted upon ? 

Yours, very respectfully, ECONOMUS. 





Tennessee, 

Amendment of the Internal Improvement Law.— 
An important amendment has been made to this 
aw at thelate sitting of thelegislature of Tennessee. 
The following are its more important provisions : 


The appointment, by the Governor, of a Com- 
missioner of Roads, at a salary of $2,000 per an- 
num, to watch and guard the interests of the State 
in the works of internal improvement in which the 
State has or may have an interest, as a stockhol- 
der, or on account a guarantee of their bonds. 

The increase of the State loan to the companies 
mentioned in the act of 1852 to $01,000 per mile, 
and aiso extends the benefits of the act and loan 
of $1,000 per mile to- 

The Edgefield and Kentucky Rail Road Com- 
pany; The Central Southern Rail Road Company ; 

The Knoxville and Charleston Rail Road Com- 
pany; The Mississippi Central and Tennessee Rail- 
road Company; The Knoxville and Kentucky 
Rail Road Company; The Tennessee, Western, 
and Charleston Rail Road Company ; The Cincin- 
nati, Cumberland Gap, and Charleston Rail Road 
Company ; and The Mississippi and Tennessee Rail 
Road Company. 

The act also provides for bridges across the 
Clinch Holston, Big Hatehie Tennessee, and Cum- 
berland rivers, where the roads named cross said 
rivers. 

It also provides for a State guarantee of the 
bonds of the Nashville and Chatanooga Railroad 
Company to the amount of $650,000. 

It gives the South western Railroad Company, 
two years additional time to bring themselves wit- 
hin the provisions of the act of 1852. 


The railroad companies embraced in the Act of] 
1852 are as follows: 

Nashville and North Western; Nashville and 
Memphis ; Chattanooga, Harrison, Georgetown and 
Charlesto.; Louisville and Nashville; South 
Western; McMinnville and Manchester; Memphis 
and Charleston; Nashville and Southern; Mobile 
and Ohio; Nashville and Cincinnati; East Tenna- 





stock, to judge of 
prospects of the work, we give the following ex- 
tract from the exhibit made to the Board, at 
late session, by the President. 


“ PROGRESS OF THE WORK,” 


The whole line has been located, and the first 
general division of 54 miles was put under con- 
tract on the 15th day of February last. For the 
purpose of making our road profitable to the 
stockholders as soon as possible, we have resolved 
to complete it in four continuous divisions. First: 
From Evansville to the crossing of the Ohio and 
Mississippi Railroad, about 54 miles, by which we 
shall be put in connection with Cincinnati and St. 
Louis direct, and indirectly with all the railroads 
of the State, the North and the East. Second: 
From said crossing to New Albany and Northern 
Railroad, about 50 miles, by which we shall be 
put directly in connection with New Albany, La- 
fayette, Michigan City, Chicago, and Detroit. 
Third: From said crossing to Indianapolis, by 
which we shall be put in connection with all the 
railroads radiating from the capital. And, Fourth: 
From Indianapolis to Union. The censtruction of 
this last section, will depend upon the contingency 
whether a’through line of the same gauge, and 
through arrangements from Evansville to Cleve- 
land, avoiding transhipments, can be obtained by 
the company without it, by tue time the road 
from Evansville to Indianapolis shali be built. 
The means of the company will be first applied to 
the road between Evansville and Indi lis, and 
the section from Indianapolis to Union will not be 
made, unless it should become necessary to build 
it, to secure the through line of the same gauge 
from the Lake to the Ohio River. 


ALIGNMENT OF THE ROAD. 


This road presents a remarkable alignment. 
The distance from Evansville to Indianapolis by 
air line is about 147 miles, and by railroad line 
about 150 miles, while the maximum grade is 
only 39 feet to the mile, and the curvature under 
one degree radius. The section from Indianapolis 
to Union is 75 miles by air line, and the same by 
railroad line, without a curve, on a thirty feet to 
the mile maximum grade. The cities of Evans- 
ville and Lamasco have granted the right of way 
for a double track to the Ohio river, upon any 
street of the cities, with the free use of the wharf 
for landing, and transfer of freight and passengers 
between the cars and the Ohio steamers. 

Business OF THE Roap. 

This road is presented by the Company as one 
of the leading trunk lines demanded by the public ; 
and an examination of its claims to that charac- 
ter, both as an East and West, and North and 
South line, is solicited. Its local business will be 
equal at least to that of any road ia the West of 
its length. It passes through a country of unsur- 
passed fertility, being densely populated, and ab- 
undantly supplied with hydraulic power from 
White River. It is directly connected with the 
iron mines, and cannel coal fields of Southern 
Indiana. It connects six county seats with the 
flourishing capital of the State. It taps the Ohio 
tiver at Evansville, 218 miles below the falls, and 
will unquestionably carry the sugar, molasses and 
other products of the South coming up from Ne 
Orleans for Central Indiana and thre North at 
saving of river transportation from Evansville 
the termini of lines of railway above, of from 213 
to 363 miles. . For the probable through travel 
and business of the road, we refer to its extensive 
railroad ) 
—We are satisfied 
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» foul State. connecting the Capital. 
River at th Evansville, and its commerce, 
with lines to be extended to Nashville, Paducah, 
Present MEANS oF THE CoMPaNy. 

The subscri: of the C up to the 
date’of this ‘exhibit, less than ten months from 


or; are as follows : 

iptions of the City of Evans- 
ville Sees an é. 
OO save coves sess ee ee Ce ee ee ee eee 50,000 
Subscriptions.of fands in.cash value 450,000 
Individual cash subscriptions....... 360,000 
$1,060,000 
which will be largely increased by stock to be| 
taken by contractors, as well as stock being taken 

in we counties on the line by the solicitors. 

The purpose of the Company is to press the 
work to completion in continuous sections, as 
soon as the means will permit.—Indiana State 
Sentinel, 


St. Louis and Iron Mountain Railroad. 
We have the satisfaction to announce this mor- 
ning that, at a meeting of the Board of directors 
of this company, held yesterday, a contract was 
finally closed for the entire graduation, masonry, 
track laying, &c., of this road, from St. Louis to 
the Pilot Knob, about eighty-six miles. The con- 
tractors ate Messrs. Witt1am M, Warts, Cuartes 
N. Warts, and W. Mitnor Roserts, Esq., of 
Pennsylvania. The first named gentlemen are 
well known as business men, of ample means and 
great experience in railroad work. Mr. Roserts 
is an Engineer of high wm now engaged on 
the Alleghany Valley Railroad. The energy and 
ability of the contractors give assurance that this 
work will be finished within the peried fixed for 
its completion, viz : to Big River (about 45 miles, ) 
by the first of July, 1856, and through to the Pilot 
Knob by the first day of December, 1856. The 
prices agreed on are liberal, but by no means ex- 
orbitant ; and the State, city and county securities, 
held by the company, are to be received by the 
contractors, at par, in payment of the work, as it 
. In addition, they are to receive a 
moderate bonus, on the completion on the work, in 
the stock of the company, if the contract is faith- 
fully complied with. The rails, ehairs and spikes 
are to be furnished by the Company, and are to 
be delivered to the contractors six months in ad- 
vance'of the: time specified at which it is to be fin- 
ished.— St. Louis Republican, 


Locomotives for Steep Inclines. 

John C. Trautwine, of Philadelphia, Chief En- 
gineer of the “Coal Run Improvement Railroad 
Company,” has made a report to the Directors, in 
which it is stated that the grading of five miles 
of the road will be 150 feet to the mile. This 
greatly exceeded the limits at which ordinary lo- 
comotiyes cease to be economically efficient, es- 
pecially for heavy freight. He however confiden- 
tly recommends it, in connection with the use of 
the loconolive of G. E. Sellers, of Cincinnati.— 
The rt says: 

“Mr. Sellers has for nearly twenty years been 
engaged in the pla and construction of loco- 
motives, and is, at this moment, at the head of 
that department in one of the most extensive es- 
tablishments in Cincinnati. 

Tn his , adhesion is obtained, not by thé 
weight of the alone, but by pressure pro- 
duced by the load itself. This pressure is made 
to operate by means of two horizontal adhesion 
wheels or , which act upon the opposite sides 
of a center rail. The force with which they press 
the rollars, is (by means of a most ingenious -de- 
vice) made to adjust itself instantaneously to the 







¢ 






£@ Oa hs 





$200,000 


the City of 











on Mr. Sel- 






pi 
; £ $ , : LD, s 
“ce? oe ane? \rare: teh ew 


ae 
Un th 


sé 
barele} start on a level grade the engine 
was under the most perfect control of the e- 
man, The experiments with thisengine were wit- 
nessed, for some days in succession, not by myself 
only, but by se of the most eminent civil and 
mechanical engineers in the country.” 


The New Jersey Railroad Monopoly. 

In answer to an pages made by a Committee 
of the Senate of New Jersey, as to the terms upon 
which the Joint Companies, (Camden and Amboy 
Railroad and Delaware and Raritan (anal,) will 
surrender to the State the works of the Companies, 
Commodore Stockton, on beha!f of the Companies, 
replies in a long paper, in which he says that the 
Joint Hempaniee will dispose of all tbeir interest 
in the works to the State, by transferring to it all 
the stock of the Companies, at the rate at which 
the last thousand shares of stock have been sold 
in the market. The stock consists of 30,000 shares, 
of which the State now owns 2,000, leaving 28,000 
to be bought, which, at $145 per share, which is 
about the market rate, would amount to $4,060,- 
000 ; the debt due by the companies, which would 
naturally have to be assumed by the State, includ- 
ing. gabneriptions to the Belvidere, Delaware, Free- 
hold and Jamesburg, and Flemington Railroad 
Companies, would amount to $5,230,000, (bearing 
interest at six per cent, excepting 1,008,000, which 
is at five per cent.) This would make a total of 
$9,290,000 for which the State would become pos- 
sessed of all the works, appurtenances and franch- 
ises of the Railroad and Canal, and the interests 
of the Companies in the Belvidere, Delaware, the 
bbe tage and Jamesburg, and Flemington Rail- 
roads, 











Girard and Mobile Ralroad. 

Mr. John D. Gray, the well known railroad con- 
tractor and bridge builder, has offered to build 
the whole of the Mobile and Girard Railroad, 
yet unfinished, its culverts, bridges, depots, &c., 
for $17,700 per mile, and to complete the work in 
three years from January last. He will require 
one-half to be paid in cash or its equivalent—the 
balance in the Bonds and Stocks of the company 
—the bonds payable in 10 or 20 years, at 7 per 
cent interest, Mr. G. estimates the cost of iron at 
$70 per ton. If it cost less, the reduction will 
enure to the company, if more, the company must 
pay the advance. If this proposition accepted, 
Mr. Gray will ask Northern capitalists to help him 
do the work. There have been 169 miles Grading 
and 58 Superstructure of the road finished, and 
near 30 miles will be equipped on the eastern end, 
in the coming spring or summer.— Georgia Citizen. 





Evansville, Indianapolis and Cleveland 
Straight Line Railroad. 

We learn, says the Evansville Journal, that the 
letting of the first general section of this road, 
from that city to the crossing of the Cincinnati 
and St. Louis Railroad, took place on the 15th 
inst., agreeably to notice. The competition in bid- 
ding was heavy, and a number of contractors fail- 
ed to get work, their figures being rather high. 
The length of the section by air line between the 
termini, is 54 miles, and only fifty-five miles by 
the line of the railroad. 5144 miles of which ‘s 
straight line, 344 miles of curverture, with an 
average radius of 7,385 feet; and a maximum 
grade of 39 1-100 feet to the mile. The work is to 
be commenced on the first of April. Contractors 
are subject to any alterations of the line. This 
great enterprise is fairly commenced and its con- 
struction certain. 





Railroad Iron Via Quebec. 


JOHN ANDERSON & CO. 
COMMISSION MERCHANTS, 


JSHIPPING AGENTS AND BROKERS, 


Quebec and Montreal. 
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(Ist floor-Up Stairs, 
NEW-YORK. 


MANUFACTURERS OF 


THEODOLITES, TRANSITS, LEVELS, 


Surveyors’ Compasses, Drawing Instru 
China Seales, Levelling hoon aatoasee 


Notice to Contractors. 
MEMPHIS & OHIO RAILROAD. 
Neer proposals will be received ‘at the of- 

fice of the Memphis and Ohio Railroad Com- 
pany, at Memphis, Tenn., until the 15th day of 
April next, for the grubbing, clearing, gradation, 
and masonry of the first 65 miles, from Memphis 
to Cherryville. 

Contractors must give the most undoubted se- 
curity for the completion of the work at the time, 
and in the manner specified; and contracts will 
be let in sections, or for the entire work, as may 
be deemed best by the Directors. 

The Directory reserve the right of rejecting all 
bids, should none p-ove satisfactory ; and it is de- 
sirable that all propositions should be submitted, 
with the view of preparing the whole work for 
the iron as soon as possible. Bids of that charac- 
ter and otherwise equally favorable, will have pre- 
ference. 

Maps, plans and specifications may be seen at 
the office of the company, after the first of April. 

E. PEABODY, 
Engineer in charge. 


To Contractors. 
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EALED PROPOSALS will be received at the 
office of the undersigned, in the city of St. 
Louis, until Thursday, March 30th inst., for the 
Grading and Masonry on the ST. LOUIS & IRON 
MOUNTAIN RAILROAD, extending from St. 
Louis to the Pilot Knob Mountain, a distance of 
87 miles, (except sections Nos. 1, 2, 3, 4 and 6.) 

Plans and profiles will be ready for inspection 
one weck previous to the letting. 

This line is located through a remarkably 
healthy region of country. The work to be let 
enibraces a tunnel through solid rock, heavy 
earth and rock cuttings, and various descriptions 
of masonry. Payments monthly in cash. 

Further information may be obtained on appli- 
cation to either of the undersigned, or to the En- 
gineers at the office of the Si. Louis and Iron 
Mountain Railroad Company in St. Louis. 

WM. M. WATTS, 
Carlisle, Pennsylvania. 
CHAS. N. WATTS, 
St. Louis, Missouri, 
W. MILNOR ROBERTS. 
Pittsburgh, Pennsyly. 
St. Louis, March 2, 1854. 


- Knox & Shain, 


MANUFACTURERS OF 
LEVELS, TRANSITS AND SURVEYING 
COMPASSES. 
No 72 Dock st. first door south of Walnut, west side 


PHILADELPHIA. 
First Premium awarded by the Franklin Institute. 


‘Important to Kailway Co’s. 


A GREAT improvement ‘has recently been perfected in the 

manufacture of Dumping Gravel Cars y which the cost ls 
materially lessened and the strength and durability much ine 
reased. 


c 
We have secured the right to manufacture these improved 
fer 0y" i, ate asl she tuedaaea arate lower than the 


*FOrders directed to the Hamilton Car Co., Hamilton, Ohio, 
will receive prompt attention. 


H. SAWYER 


(of the late firm of SAWYER & HOBBY), 














of Transits Levels, hid 
HAs seared to Union Place near Warburton Av., Yonkers, 
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M. ite , 





























articular attention paid to the s of the machine in the 
plan and wor } | Reon te Our long experience 
and opportunities of enables us to offer 
these engines with the assurance y; y and 
omeny S ity they will compare favorably with those of any other 
k 


We also furnish to order, Wheels, met Bowling Tire (to fit 
centres without boring), Composition Castin: gs for Bearings ; 
every description of Copper Sheet Iron and Boiler work ; and 


eT 
M. W. BALDWIN. MATTHEW BAIRD. 


C. Floyd-Jones., 
Division Engineer 3d and 12th Divisions. 
ILLINOIS CENTRAL RAILROAD, 








Boiler and Tank Rivets, 
Nuts and Washers ; : 


Bolts and. ‘Bolt nds 


BRIDGES rs ‘BROTHER, 
64 Courtland st., N. Y. 


To Railroad and Canal Co.'s, 


Contractors, &c. 

Tt undersigned would direct the attention of Chief En- 
ineers and Contractors to the facilities they possess for 
supplying them with laborers, mechanics, dc. of any descrip- 
tion, and also to inform them that they forward such men to 
whatever destination they may be required. 
Companies or Contractors desirous o {receiving steady and 
industrious men, will be promptly supplied at the shortest pos- 


sible notice. 
JOHN J. HELLING & CO. 
No. 85 Greenwich street, New York, 


New York and Erie R. R. 


PASSENGER TRAINS 
, leuve Pier foot of Duane street, tee 
as follows, viz :— ~- 


Borrato Exeress, at 7 a. m. for Buffalo direct, over the N. 
Y. & E. R. R., and the B, & N. Y. City R. R., without change 
of baggage or "cars. 

MalL, at 8% a.m. for Dunkirk and Buffalo, and intermediate 
stations, This train remains over night at Elmira, and proceeds 
the next morning. 

be eo Exracss, at 12/4 p. m, for Dunkirk, and intermediate 
stations. 

ACCOMMODATION, at 3 p. m, for Delaware and intermediate 
stations, 

NewsurG Express, at 4 p. m., for Newburg. 

Way PassenGer, at 4p. m., for Piermont and intermediate 
stations. 

Nigut Express, at 5 p. m. for Dunkirk and Buffalo, 

On Sundays only ' one Express Train—at 5 p.m. 

These Express Trains connect at Dunkirk with the Lake Shore 
Railroad for Cleveland, Cincinnati, Toledo, Detroit, Chicago, etc. 
CHAS. MINOT, Sup’t. 


Railroad Iron. 

TONS Railroad tron, weighing about “7 

9 Ibs. per yard, “ Erie” pattern af L and 
PR oy mane anture, ay a the way from the 
ortsin Great Britain to pes 

PP EHO ih) Jr., <n "4 CO ; * 
December 4, . 51 New street. 


Duggan’s Work on Bridges. 


SPECIMENS OF THE 
STONE, IRON AND WOOD BRIPGES, 
IADUCTS, Tunnels, 














ries of drawin 


practiced in Europe. 


Illustrated With Nwmerous Accurately Engraved 


Drawings, 
15 Numbers, 75 Cents, each. 


by applying to the subscriber. 


Culverts, etc., of the 


, from actual measurement of the 
works; includ ng plans, sections, elevations, and 
details of each structure, and an appendix, iNus-| of the Board. 
trative of the art of bridge building, as at present 


have 
dend of Five per Cent. on the capi 
this Company, payable at the offiice of the Com- 
pany in Cincinnati on and after the 25th inst. 


at the Ohio Life Insurance and Trust Company’s 

Office in New York, on and af.er the 15th Proxi- 

mo. By order of the Board. 

FRANK. 8S. BOND, 
Sect’y. 


Passenger Cars for Sale. 


WO first class Passenger Cars, built by one of 
the best car builders in the country, for the 

Baltimore and Ohio Railroad. 

The above presents a rare opportunity to any 

Railroad Company wishing first class cars for im- 

mediate use. 

They will be sold at a bargain for cash or good 

paper. Enquire at the office of Bridges & Bro- 

thers, 64 Courtland Street. 
New York, Feb. 21st, 1854. 


Railroad asi ee 











a sta 3 
ROPOSALS will be "recelvad 7 y the "ander- 
signed at the Engineer’s Office, Dover, Dela- 
ware, until March 14th, inclusive, for the Gradua- 
tion, "Masonry and Superstructure of the DELA- 


WARE RAI! LROAD, extending frym the New 
Castle and Frenchtown Railroad to Seaford, a 
distance of 70 miles, through a healthy region, 
9! and convenient to procure hands and supplies. 

The work will be divided into sections of about 
4 miles each. 
Maps, profiles, and specifications will be ready 
for the examination of contractors, after the 1st 
of March. 
Bidders personally unknown to the undersigned, 
will be expected to produce satisfactory evidence 
of their responsibility. 


feb.18-tm14 


D. H. KENNEDY, 
Resident Engineer. 





To Railroad Contractors. 


Ly (DOG, @B BR m- -eoecs >;= 
Ter tits Arechar ARRARARARE 





Orrice "Preresonas AND CONNELSVILLE 
Raitroap Company. ; 
EALED proposals will be received at the office 
of this Company, at Neville Hall, in the City 
of Pittsburgh, until 5 o’clock p. m., of Wednesday, 
the 22d day of March next, for the Graduation 
and Masonry of that part of the Pittsburgh and 
Connelsville Railroad extending from West Newton, 
in Westmoreland Co., to Connelsville, in Fayette 
Co., this State, a distance of 25 miles. This work 
is generally of a very light character, It will be 
divided into sectious of about 1 mile each. Pro- 
posals will be received for one or more sections. 
Proposals will also be received until the same 
time for the making of the Tunnel at the Sand 
Patch Summit, on the Alleghany Mountains, about 
25 miles from Cumberland.—This Tunnel is to be 
forty-one hundred feet in length, through rock. 
The work is worthy the attention of the best con- 
tractors. It is an excellent region to do work 
cheaply. 
Maps, Profiles and Specifications will be ready 
for the examination of bidders on and after the éth 


W. LARIMER, Jr., President, 
Pittsburgh & Connelsville R. R. Co. 


Ml | for circulation in Kurope,—the 


which time the Transfer Books will be closed ; ; and tire construction of that-portion of the Sn 


crossing 
to the Bend of the Petitcodiae River being a dis- 
tance of about twelve miles, compriging the 
Grabbing, Grading, Masonry, Bridging, and the 
Ballasting and Laying of the permanent Road. 
The work will. be divided: into two sections 
which being adjacent to others to be 
with on their completion, is well worthy the atten- 
tion of Contractors. 
Proposals may be made for one or both sections 
a. with or without the permanent Road and Bal- 
asting. 
Plans and Specifications will be ready for the 
inspection of bidders on and after the 5th day of 
March at the above office where all other necessa- 
ry information may be obtained. 

W. E. ROSE. 


St. John, N. B., 27th Feb’y 1854: 


Railroad Companies and 
Contractors, 


ANTING first rate German or Irish-laborers 
fur railroads and canal work, or mechanics 
of any kind, will find the undersigned a first rate 
office to give their orders to, as thousands of emi- 
grants apply to them every season for employment. 
Satisfactory reférence’ will be given to well 
known companies and contractors, and men are 
forwarded to any part of the Union. 
MORRIS & COHNERT, 
European, American Employment Office, 
287 Broadway, corner Reade-st. 
8b Under the Irving House, New York. 








Z THE 
New Yorker Handels-Zeitung 
A GERMAN Commercial Paper, containing Prices Current, 
Market Reports, Exchange and Stock Rates, Shi List 
and Correspondences from all parts of the world, appears 
a week in two separate — viz: one for home ar cong 
published each Wednesday and ” Saturday morning ; 
only German Paper LB Aoeys in 
the United States admitted to the German States—appears be- 
fore the departure of each mail steamer for Europe. 


eg = 
The paper, per annum, at New York, Germany, 
Postage included, $11,"and for all oter pans! Europe, UL. = 
Postage inclus., $8. Advertisements taken at liberal terms. 


To Contractors. 
PACIFIC RAILROAD OF MISSOURI, 
THIRD AND FOURTH DIVISIONS. 

T is intended to make contract for the third di- 
visions of this road, (extending from the Mis- 
souri river at Jefferson City, passing near George- 
town and Warrensburgh, to the Missouri river near 
Independence, about 160.miles,) so soon after_the 
ros of May next, as satisfactory proposals shall be. 
made. 

Contract will be made for the wholenow offer- 
ered, or such parts as particular contractors may 
select in form and quantity to suit the interests of 
the company. Proposals are asked for by the cu- 
bic yard, with cash payments; but contractors 
may, if they desire, accompany their offer with 
proposals for two thirds cash and one third in 
county and railroad mortgage bonds or other se- 


Profiles and maps of approximate location can 
be seen after first of April next at Pacific ean te 


He 





day of March next, and all proper information curities, 
United Sta Rail he vg given on application net eee wget Chief 

= tes Railroads ; illustrate y a se-| Engineer, or the Assistant Engineers on the line. 
Satisfactory testimonials will be expected from | Office, in St. Lonis, and any 
Contractors not known to the Company. By order| given on 


n to the Engineer. 
The first division of this road is now in opera- 
tion; the second division to Jefférson City under 
present course of construction. 








JOHN WILEY, 167 Broadway. 


The third and fourth divisions now offered pass 


To Civil Engineers and Sur- over 3 high, none aes mixed ace Fasl gs ye 


country, and 


N eer epenteaseseces Menctactened visions will conned aa gr semreay with 
*,*A few sets of the above work, may be had The the most improved principle and of the Best = THOS. aoe 


the west. 
Tuos. 8. O’Suttivan chet 





veyors 
SITS, Level and ~~: . 
by THOMAS HUNT, 
No, 53 Fulton Street, 
lylo* New York, 


Pacitic B.R. Office, St, Louis, Feb. 1954. 
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ee Se are ta onal 8 toy 
1250 574 Ibs, per yard, tob oS from ‘ales in Ju | 
OEE Seems a. 
June 9, 1853, "$0 Broadway, New York. ~ 
a a 
“M Iron to ex- | posite 
Bre ondery for Raile aah cana on 
weights, and of: required length not exceeding 30 
eet per ; 


to me. a, 
T . CHAMBERS, President, 





September, 1850. 
wa harper yo for the Manufacturers, 
TS; to contract to deliver free on board 


t i rts in England, or at of discharge 
in the Unived | States, Rails of supertor quality, and of 
such weight ttern as ma uired. 

sian VOSE, ERKINS & CO. 
9 South William St. 
New York, June 1, 1851. 


Railroad Car Works. 


Te parca are prepared to manufacture for Railroad 

Companies, pacenee, nd Freight re Gravel and 
and F it Trucks. 

aepnhicanialili bites ¥. HUNGERFORD & OO. 


Mayville, Ky., Sept. 29, 1858, eee 
Stuart, Serrell & Co., 


CIVIL ENGINEERS, | i 

oT ‘Breadway, New York. 
Epwarp W. SERRELL, 
Samurt MoELRoy. 








Cuariss B. Stuart, 
Dante. MARss, 


Railroad Iron. 


SOOO Sahar sums Stems 8," 
12t¢ 99 & 101 John street 


Railroad Iron. 
5.000 TONS TF RAILS, about one-half weighing 59 Ibs. 
bond and 








yard and the remainder 66 lbs. per yard now in 
sale by 


2d Feb'y. 
South-Western Car Shops, 
Madison, Indiana. 


HE subscriber is prepared to execute orders 
es at short notice, for all kirds of Passenger, 
Freight and other descriptions of Railroad Cars. 

Work delivered at any point accessible by rail- 
road, or by the Ohio and Mississippi rivers. 
Facilities for transportation, enable the subscri- 
ber to afford peculiar advantages to Companies 
requiring work delivered in the South and West, 
W. CLOUGH. 
Refer to 


Winstow, Lanier & Co. 


JOHN H. HICKS, 
90 Beaver street. 





Jno. Broven, Esq. 
feb.18. 1m. 


To Railroad Engineers and 
‘ Contractors. 


ANTED, a corps of efficient Engineers and 
Contractors, for the construction of a Rail- 
road in one of the Southern States. Apply to , 


DUFF GREEN. 
New York, Feb. 14th, 18)4. 

Ontario, Simcoe & Huron R.R. 
CANADA. 








and most agreeable route to ‘orth Western States to Lake 
Michigan and to the Mineral Superior. 
At present the Passenger Toronto for Barrie (64 


Tr 4 F pee nye ati - : a ar “a Rui r * 3 


rs and Engineers. 

+} A years, W i 

property, known as the BELLEVILLE IRON 
ORKS, situated on the Mississippi, eee op- 
the City of New Orleans, and within 300 feet 
of the River, with which it is connected by fine 
wharves and landings, 

The buildings are of brick, with slated roofs, 
and were erected in 1848 at a very heavy expense ; 
are of a most substantial and durable character 
and admirably fitted for a Foundry and Machine 
Shops, or almost any mechanical business. They 
now contain a new and powerful Engine and 
Boiler and sufficient machinery, say, planing ma- 
chines—lathes—boring machines, blacksmith’s 
tools, &c., &c., to employ 100 mechanics, and 
could be put in working order in a few days. The 
Buildings cover a lot 3800 feet square and are 
amply large to receive the necessary machinery 
for the use of 800 to 1000 workmen. 

The terminus and depot of the New Orleans, 
Opelousas and Great Western Railroad is situated 
about 300 yards from the above property, which 
could be availed of to great advantage for the 
manufacture of Locomotives and Railroad work, 


and other descriptions of Machinery. 


There are no Shops in New Orleans for the ma- 
nufacture of Railroad Machinery, and as the Rail- 
road Companies now organized in that city con- 
template the construction of over 1000 miles ‘of 
road,—a large part of which is already under con- 
tract,—the property now offered for lease offers a 
most eligible opportunity for parties desiring to 
contract to furnish the Engines and Machinery,— 
for those roads. Responsible contractors with 
their works on the spot would have an advantage 
over Northern Workshops in contracting for the 
Work of the Railroads terminating in New Orleans, 


The Establishment and prospect of remunerat- 
ing work to be secured immediately are worthy 
the attention of manufacturers and Engineers 
generally. 

Applications from responsible parties will be 
promptly attended to, and to satisfactory parties 
the proprietors of the Works can offer favorable 
terms and arrangements. 

Letters may be addressed to 

R. B. SUMNER, 
No. 61 Camp Street, 
New Orleans ; 
and further information may be had by applying 
to Messrs. Barstow & Pops, Pine Street, New 
York. 


Railroad Spikes, Boiler Riv- 


ets, etc. 
HE Subscribers es for the sale of James S. 
Spencer’s, Jr. Railroad and Boat Spikes, Boiler 
Rivets, and Wrought Tron Chairs for Railroads, made 
at his Works near this city, will execute all orders 
with promptness, des rp and of the best ey 
ALSO IMPORTERS of English refined and Mer- 
chant bar Iron; Extra refined Car and Locomotive 
Axles (from 3} to bt Ro aa in diameter); B. O. Lo- 
comotive Tire (welded by Baldwin). Also, supply 
Senin = Flue re; wes attern or otherwise.— 
Pp ear, and Cast Steel, etc., etc., etc. 
, , & E. GEORGE. 
Philadelphia, November 14, 1850. 


Railroad Lron. 
HE UNDERSIGNED, HAVING made a 
ments abroad, are to contract for the z. 








livery of Foreign rails, of approved brands upon the 


most faverable terms. 
They will alsc-make centracts for American 


mate at thelr ‘Trenton works, from Andover Iron, in |» 

whole or in part, as ma upon. 
Turnish Tolegrey 

H 


Wites Braziors and Wire lode Rivets and 
Merchant Bars to erd mange pi wen pA from An- 
dover Iron. Theat parties who oo pac 

R & WITT 


PE A 
Burling Slip, New York. 





of the best quality for 
fully invited. . Ll 
February 16, 1860. 


generally as well as Steam Engines, Sugar Mills, | 4. 








At the same time, sealed proposals are invited 


for the “ Abutment” Masonry of “ Bridges” over 
on Eastern and Southern branches of Elizabeth 
ver. 

The work will be divided into sections of about 
three miles, and bids may be made for one or more 
of said sections. 

The line, plan, profiles and quantities of work 
will be ready for examination on and after the 1st 
of March. 

Specifications with forms of contract and _pro- 
eg may be had of the undersigned after 

a 


Payments will be made iv current funds during 
the progress of the work, in proportion of four-fifths 
of the amount due. 

Of bidders personally unknown to the under- 
signed, evidence of their responsibility will be ne- 
cessary ; and of those to whom work shall be al- 
lotted, will be required bond and approved securi- 
ty inan amount not exceeding one-fifth of the 
amount of their contract, for the timely and faith- 
ful execution of the same. 

The company reseryes the right to accept such 
proposals as in their judgment will secure the 
prompt and faithful execution of the work accord- 
ing to contract, or to reject all if none are satisfac- 


tory. 

The line is easy of access, the country through 
which it passes abundant in supplies and of a cli- 
mate highly favorable for the prosecution of work 
at all seasons, 

The work here offered for contract is of a char- 
acter well worthy the consideration of the most 
responsible contractors. 

W. MAHONE, 


Chief Engineer, 
January 19, tf 


Norfolk, Feb’y 10th, 1854. 
Sealed proposals will be received between the 
dates mentioned in the above notice, for the con- 
struction of two Iron Bridges with stone abut- 
ments and piers, one over the Eastern Branch of 
the Elizabeth River, 630 feet long, and contain- 
ing about 3,300 cubic yards of masonry, and the 
other over the Southern Branch of the same 
stream, about 400 feet long, and containing some 
1,700 cubic yards of masonry. Plans of bridges, 
with quantities of material and working drawings, 

will be ready for inspection after the 1st March. 
From this date proposals will be entertained for 
the Clearing and graduation of several sections 
not included in the 18 miles mentioned in the 
above notice, and also for the bridges and culvert 
masonry upon said sections,—of the former about 

3,560 cubic yards, and the latter 670. 

W. MAHONE, 

Chief Engineer N. q V. R. R. 


Spikes, Spikes, Spikes. 
hme a a Tn a 
‘J or, MOORE HARDAWAY, Richmond, Vs. 











March 6. 1850. . 
Pe ng 
cen- 
be meammihiceurens eke, Sdeveael tewan bono’ or 
England or in this ; 
JOHNSTON & 00 
Sept. 7. 0 Broedway, New York, 








